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INTERNATIONAL RAILWAY CONGRESS 
1 Supplement dealing with the French railways, and 
summarising, collating, and commenting on the papers 
prepared by the various Reporters to. the Thirteenth 
ogee: of the International Railway oe which is to 
> held in Paris from May 31 to June 11, is presented 
with each copy of this week’s issue. 








Coronation and Whitsun Traffic on the Railways 


ITH the Coronation celebrations impinging upon the 
Whitsun, holidays there devolved upon the railways 
the responsibility of catering for the transportation of pas- 
sengers on a hitherto unprecedented scale. The traffic 
arising from these two events, in combination with that 
from the Rugby League and F.A. Cup Finals, made. the 
month of May the heaviest in the annals of British rail- 
ways for special passenger traffic. In addition to hundreds 
of excursion trains the main-line railways had to deal with 
duplicated and triplicated ordinary serv ices as well as 
intensified local services in the Metropolitan area. The 
day and half-day excursionist by no means comprised the 
whole of the special Coronation traffic to London. Many 
visitors stayed for the week-end or week, while travellers 
from abroad have been and will be in London for some 
time. The end of the Coronation ceremonies did not, 
of course, witness the cessation of special trains to London, 
as on subsequent days thousands of excursionists were 
brought up to see the decorations, floodlighting and other 
sights. Although London was the main centre of attrac- 
tion, a liberal programme of excursions from provincial 
towns to seaside resorts, watering places, beauty spots, 
and even the Continent, was provided. In a news article 
on page 997 we summarise under their respective titles 
how the railways dealt with the special traffic. 
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Coronation Decorations and the Railways in London 


Visitors arriving by rail in London for the Coronation 
found many of the termini transformed. The G.W.R., 
realising that the work of Nature can often delight the 
eye better than the hand of man, and perhaps inspired 
by the name of ‘‘ the Lawn’”’ by which the concourse 
of Paddington is known, decorated that part of the 
station with magnificent red, white, and blue flowering plants 
and ferns, some in hanging baskets and others clustered 
round the tops of pillars. King’s Cross station was hand- 
somely embellished with bunting and armorial bearings. 
In the booking hall the decorative scheme was based on 
the Royal Coat of Arms, supported on each side by the 
English and Scottish lions, and shields bearing these 
devices were affixed round the booking office. The interior 
of the station was decorated with bunting festoons between 
the pillars; and shields bearing the Royal monograms, the 
Royal Coat of Arms and the Crown occupied the centre 
places. The front of the station was also decorated and 
strikingly floodlit at night. Liverpool Street and Mary- 
lebone were also decorated for the occasion, the latter in a 
pleasing, dignified style. On the Southern Railway, 
Charing Cross’ bridge was adorned with Union Jacks and 
red and gold hangings. Charing Cross Hotel was partly 
floodlit. The bridges crossing Queen Victoria Street and 
Ludgate Hill were also specially decorated in connection 
with the visit of the King and Queen to the Guildhall on 
May 19. Euston and St. Pancras stations were gaily 
beflagged by the L.M.S.R. E 

* * * * 


The Week’s Traffics 

The week under review includes three features con- 
tributing to abnormal traffics that were absent from the 
period with which the comparisons are made. These are, 
of course, the Coronation, the Whitsun holiday (up to 
Sunday midnight on the L.M.S.R., G.W.R., and 
Southern, but only to Saturday midnight on the 
L.N.E.R.), and the London bus strike. While these fea- 
tures have helped the passenger results, allowance must 
be made in considering the merchandise figures not only 
for the customary falling off at holiday times, but for 
the fact that normal freight services, apart from certain 
essential perishable trains, were suspended on May 12. 
Coal takings, however, are up except on the Southern. 
The London Transport receipt for the week of £444,900 
represented a decrease of £120,900. 


19th Week Year to date 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ £ £ ‘ £ % 
L.M.S.R. nF +231,000 —101,000 + 2,000 +132,000 + 946,000 + 4°35 
L.N.E.R. 122,000 — 40,000 + 5,000 + 87,000 + 688,000 + 4-31 
G.W.R. + 97,000 — 33,000 + 5,000 + 69,000 + 467,000 + 5-27 
S.R. + 137,000 — 18,000 — 2,000 4117,000 + 250,000 + 3-71 


The Great Merten and Great Southern Railways, Ire- 
land, show aggregate decreases of £17,450 and £22,002 
respectively. 
* * * * 

A Great Railway Historian 

It is not unusual for a man whose career in the pro- 
fession of his choice is persistently dogged by ill-health, 
to devote a considerable portion of his enforced leisure 
to some branch of study. Often this study is but that 
of the dilettante, and proves of little value to other 
students, but Henry Grote Lewin, whose death we record 
with regret on page 996 was a very different type. He 
was. for merly District Superintendent, York, and Mineral 
Train Superintendent of the old North-Eastern Railway, 
and was compelled by ill-health to retire at an early age. 
Coming from a district which was the cradle of railways, 
he then devoted his leisure to a systematic and precise 
study of the history of early lines, and in 1914 delivered 
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a series of lectures to the London School of Economics. 
These formed the basis of a little book entitled ‘‘ The 
British Railway System,’’ which was published later in 
the same year, and outlined railway developments between 
180i and 1844.. The intervention of the war prevented 
an intended elaboration of this book, and Mr. Lewin re- 
turned to railway service for a time as Temporary Assis- 
tant to the General Superintendent, York, L.N.E.R. Again 
retiring, he was able to publish his expanded book under 
the title of ‘ Early British Railways, 1801-1844,’’ in 1925 
the year of the great centenary celebrations at Darlington. 
As recently as December, 1936, his latest volume ‘‘ The 
Railway Mania and Its Aftermath ’’ took the story on 
from 1845 to 1852, and we then had no hesitation in 
according to the volume the remark that it was the most 
notable contribution within recent years to early British 
railway history. 30th in scholarly treatment and in 
accuracy, Mr. Lewin’s last volume gave evidence of the 
profitable use to which he had put a further decade of 
retirement, and with his passing the very small band of 
conscientious railway historians is depleted. 
* * * * 

Overseas Railway Traffics 

Except for the Buenos Ayres Western, the Argentine 
railways have maintained the improvement commented 
upon a fortnight ago. The Western company fell below 
the 1936 figure by £2,797 in the forty-fifth week, but 
recovered to within £649 of last year’s result in the forty- 


sixth. Compared with last year, the aggregate figure 
for the forty-six weeks on the Buenos Ayres Great 
Southern shows that a loss of £635,625 has been con- 


verted into a gain of £471,526, while the £134,877 deficit 
on the Central Argentine a year ago compares with an 
improvement of £1,630,744 at the present time. The 
Leopoldina Railway has followed up an increase of 
£7,052 in the eighteenth week of this year with one of 


£8,823, and is now £97,677 ahead on the aggregate. 


No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
t £ £ £ 

Buenos Ayres & Pacific -. 46t! 116,129 16,834 4,384,844 + 471,526 
Buenos Ayres Great Southern 46th 131,700 4,908 6,914,596 + 902,807 
Buenos Ayres Western . 46th 51,055 - 649 2,308,763 + 210,617 
Central Argentine e .. 46tl 143,700 34,716 7,071,804 + 1,630,744 
Canadian Pacific 19th 547,400 8,800 9,796,200 773,400 
Bombay, Baroda & Central India _ 6t! 283,725 22,050 1,146,600 + 35,820 


Canadian Pacific earnings in the past two weeks show a 
combined increase of £38,800. 
* * * * 

Northern Ireland Transport Appeal Tribunal 

Under the Road and Railway Transport Act (Northern 
Ireland) 1935, a Road Transport Board has been consti- 
tuted which has taken over—with certain local exceptions 

all passenger and goods road motor services operated by 
road transport carriers and the road services worked by the 
railway companies (except the Londonderry & Lough 
Swilly) in Northern Ireland, the board and the railway 
companies to pool their receipts. A standing joint com- 
mittee of representatives of the board and the railway 
companies has been formed under the Act to submit 
schemes of co-ordination. Subject to a right of appeal to 
a Transport Appeal Tribunal, responsibility for fixing rates 
and fares rests with the board and the railway companies. 
As briefly recorded last week, this appeal tribunal has 
now been constituted, and consists of three members, 
appointed for five years. The Chairman is Mr. J. C. 
MacDermott, K.C., one of the leading members of the 
Northern Ireland Bar; and the two other members are 
Mr. W. H. Fitzsimmons, of a firm of chartered accoun- 
tants in Belfast, and Mr. John Pike, a recognised authority 
on transport matters in England. The tribunal takes over 
the powers and duties of the Railway & Canal Commission 
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so far as they existed in Northern Ireland at the date of 
the Act, and also those of the Road Transport Fares 
Tribunal set up under an Act of 1929. It will have to 
consider applications for revision of fares, rates and facili- 
ties, and has jurisdiction to confirm pooling schemes sub- 
mitted to it. 

* * * * 


Great Western of Brazil Railway 
A severe drought impaired the Brazilian sugar crop last 
year, so that the tonnage of this commodity handled by 
the railway decreased by 19 per cent. Heavy rains fol- 
lowed, doing much damage to structures, and at the sami 
time working expenses were increased by the adoption, in 
the interests of speed and efficiency, of coal instead « 
wood firing for all passenger trains as from June. Pas 
senger traffic attained a record in currency receipts, and 
the numbers carried increased by 73,205. Net receipts fo 
the year were less by £44,078, being affected by th 
increase of £56,189 in working expenses. The deficit fo 
the year is £38,317, which, added to that of £206,557 
brought forward from 1935, makes £244,874. 
1936 
1,741 
3,194,306 
1,274,320 
106,102,979 


1935 
1,742 
3,121,101 
1,546,546 
108,078,709 


Kilometres open 

Passengers ‘ 

Tons of goods me sa 
Ton-km., goods and livestock 


Operating ratio, per cent. 85-32 74-39 
L t 
Passenger receipts 110,460 95,636 
Goods receipts 290,180 291,761 
Gross receipts 431,682 419,572 
Working expenses 368,325 312,136 
Net receipts 63,358 107,436 


Some sign of improvement in exchange was shown at 

December 31 last year, when the rate was 2°91d., com- 

pared with the average for the whole period of 2-78d. 
* * * * 


Beer Cards 

Cigarette cards illustrating railway practice are famiiiar 
to all, but a Stuttgart correspondent has drawn our atten 
tion to an interesting variation on this original theme 
in the form of a very fine series of cards published for th 
A.G. Paulanerbrau, Salvatorbrauerei, & Thomasbrau, a 
combine of famous brewing firms in Munich. The cards, 
which commemorate development of German railways from 
the earliest days, are issued to consumers of Paulaner, 
Salvator, and Thomas beer. There are sixty cards in the 
set, and the variety is very great, covering even such primi 
tive forms of rail transport as the wooden mining lines 
illustrated by Agricola in ‘‘ De Re Metallica ’’ in 1556. 
Early and modern views and rolling stock are featured, 
together with such unusual subjects as the spectacular 
explosion of the locomotive Windsbraut (Wind Bride) at 
Leipzig in 1846, early railway cartoons, not always 
friendly, and a Biedermeier lady’s handbag with an old- 
fashioned iocomotive worked on it in beads. The Bieder- 
meier period corresponds, of course, with ‘‘ Early Vic- 
torian ’’ times in England. In spite of the small size, 
which is practically the same as that of English cigarette 
cards, the production is excellent, as may be seen from 
the selection we reproduce on page 991. The coloured 
originals constitute a good example of the high standard 
attained by modern colour printing in Germany. 


* * * * 


Colour Bands on Neale’s Ball Tokens 

In the January, 1937, issue of the Quarterly Technical 
Bulletin of the Indian Railway Board, Mr. R. H. Henry, 
who is in the Signal Engineer’s Office of the Bengal & 
North Western Railway, describes a method of colouring 
the Neale’s ball tokens to give them greater distinctiveness 
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than is afforded by the usual difference in the cutting of 
slots alone. A band } inch wide is ground on the circum- 
ference of each ball, sufficiently deep to receive an inlay 
f red, yellow, or green enamel, and the enginemen are 
provided with a list of the block sections printed in English, 
Urdu and Hindi, showing the colour applicable to each; 
of course, no two successive sections have the same colour. 
lhe risk of a mistake being made, such as a double 
exchange, or two trains being sent off together, each with 
the other one’s token, is thereby reduced, and Mr. Henry 
states that the beneficial effects of the arrangement in this 
‘espect have already made themselves felt. With electric 
tarting signal locking, trains cannot, it is true, be sig- 
1alled into an occupied section, but if the wrong token 
is taken by one, considerable inconvenience is created 
with dangerous possibilities in some cases. It might per- 
haps be an additional help to display a signboard on the 
section signal bearing a coloured bar corresponding to the 
marking for the section, but unless well lighted it would 
be of comparatively little use at night. 


* * * * 


Escaping the Tide 

It is curious how the train services to and from some 
cities contrive to escape the high tide of acceleration which 
transforms the facilities offered to their neighbours. Shef- 
field is a city of considerable importance which comes 
within the former category. In the heyday of Great 
Central—Great Nerthern—Midland competition, 30 years 
ago, it was possible to reach Sheffield in 2 hr. 50 min. 
from London, without any intermediate stop, by both 
the Great Central and Great Northern routes, the former 
1614 miles in length and the latter 1643 miles; today the 
best time over the former route is 3 hr. 6 min. and over 
the latter 3 hr. Even up to the time of the war the G.C.R. 
was reaching Sheffield in 2 hr. 57 min. and the G.N.R. 
was coming up in 2 hr. 58 min., while the Midland’s 
3 hr. timing compared with the present “‘ best ’’ of 3 hr. 
2 min. over the 158}-mile Midland route. Thus the 
quickest times between London and Sheffield, by three 
different main lines, are all slower than those which were 
in force from 23 to 30 years ago. When the new L.N.E.R. 
London—Leeds streamlined service comes into operation 
next autumn, unless improvement of the Sheffield service 
takes place in the interim, it will, paradoxically, be pos- 
sible to cover the 1853 miles between London and Leeds 
in a quarter-of-an-hour less than between London and 
Sheffield, which, according to route, is between 21 and 
27 miles nearer to the Metropolis. Average journey times 
over these routes, also, are on much the same footing as 
quickest times. 





* * * * 


Heavy, Fast Traffic and the Track 


The International Railway Congress at Cairo in 1933 
called urgently for the experimental investigation of track 
stresses as.a contribution to the study and promotion of 
safety at high speeds. It is therefore opportune that the 
results of Professor Dr.-Ing. Wasiutynski’s important and 
thorough investigations, summarised on page 992, should 
be available for study on the eve of the Paris Congress, 
at which one of the main subjects for discussion is the 
design and modernisation of permanent way for heavier 
axle loads and high speeds. Having regard to the obvious 
desirability of learning as much as possible about the 
behaviour of permanent way under heavy, high speed 
traffic, both in the interests of safety and the enormous 
sums spent annually on its upkeep, it may at first seem 
surprising that more has not been done in the way of 
practical research; perusal of Prof. Wasiutynski’s report, 
however, shows the difficulties which must be overcome if 
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anything approaching reliable information is to be 
obtained. The theoretical aspects of the problem have 
been investigated by several eminent engineers and mathe- 
maticians, and although the deformation of and stresses 
in the track under rolling loads have thus been determined 
in terms of ‘‘ x ’’ and “‘ y ”’ it has so far been impossible 
to quantify these results with any certainty owing to the 
lack of experimental data. The difficulty of obtaining 
this information will be appreciated when it is realised 
that the track movements and consequent stresses possess 
a frequency of the order of 1,000 or more a minute under 
high speed trains. 
* * * * 


Track Depression and Rail Stresses 


Although it is almost impossible to record accurately, 
with normal mechanically functioning instruments, such 
high frequency movements as mentioned in the foregoing 
note, Prof. Wasiutynski overcame the difficulty by using 
a photographic method; but care and considerable expense 
were necessary to provide a vibrationless platform for 
the apparatus. In offering congratulations on his success 
and the valuable results achieved, we venture to hope 
that he or others will carry these investigations still 
further with a view to ascertaining more about the actual 
stresses set up under such conditions of traffic. The 
dynamic effect of the moving parts of locomotives, termed 
generally hammer-blow, can be obtained by calculation; 
but, as we see it, the vertical reaction between wheel 
and rail depends to an appreciable extent upon whether 
the wheel is moving along a truly horizontal plane 
or not. The actual track deflection under a given load 
depends in large measure upon the support afforded and 
the degree of uniformity of stiffness of the track under 
such load. The amount of support afforded by individual 
sleepers varies very much, and with normal types of rail 
joints the continuity of the rail as a load distributing beam 
is interrupted; clearly, therefore, in addition to its longi- 
tudinal motion, a wheel passing over the track is subjected 
to vertical movements of varying amplitude and degree of 
acceleration. It is suggested, therefore, that if the vertical 
reaction between wheel and rail are to be ascertained, the 
determination of these vertical accelerations is essential. 


* * * * 


Is Streamlining Worth While ? 


Arguments for and against streamlining of locomotives 
are not lacking, but whilst the pros and the anti’s may be 
able to satisfy themselves on the point, the serious student 
of locomotive engineering practice is left undecided and 
without any really conclusive opinion with regard to it. 
It may be thought that a useful purpose would be served 
by the further discussion of this aspect of locomotive 
design specifically, instead of treating it as a bye-product 
of the subject as a whole. By such means a conclusion 
might be reached by those who are unable to make up 
their minds as to whether the claims made for locomotive 
streamlining on practical grounds are justified, and how 
far its chief value is that of advertising the railway as pro- 
gressive. On the one hand it is urged that wind tunnel 
tests have conclusively shown that streamlining as a means 
of reducing the effects of wind resistance is in fact worth 
while, but it is also urged, and with equal force, that 
such tests are inconclusive in that the speeds at which they 
give results of a kind thoroughly to justify streamlining 
are seldom if ever approached in ordinary railway opera- 
tion. The subject is one of importance, and has always 
provided a bone of contention from the days of the early 
‘‘ wind cutter ’’ designs mainly resorted to on the French 
railways to the present time when streamlining means 
something very much more drastic than that. 
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Grain and Flour Conveyance 


PROBABLY the most important of the national services 

which the British railways perform is the conveyance 
of foodstuffs—in particular, grain and flour traffic. Huge 
quantities of grain are imported at the various docks 
throughout the country and, together with home-grown 
grain from the numerous producing areas, the companies 
convey something like four million tons annually. The 
largest proportion of this vast tonnage is imported, and 
as the country depends so much on the importation of 
grain from overseas, it is imperative that the port facili- 
ties for the discharging of vessels and the speedy disposal 
of the grain should reach the highest degree of efficiency. 
Modern pneumatic discharging plant, electrically driven 
elevators, and conveyors are available at the principal 
ports for enabling cargoes to be discharged at rates which 
frequently approach 500 tons an hour. For the convey- 
ance of loose grain, the railways have special hopper vans 
of up to 20 tons capacity. Grain is loaded through doors 
at the top, and discharged from a shutter at the bottom 
of the hopper. These vehicles are loaded under chutes, 
and upon arrival at destination the grain can be discharged 
either through the bottom doors, or transferred by suction 
plant. 

In addition to silos and warehouses at docks, the rail- 
ways own many commodious grain and flour warehouses 
at inland stations, and at these all the incidental services 
such as shooting, mixing, weighing, sacking and delivery 
from stock to customers’ orders are performed. Electric 
elevators raise the sacks of grain from the wagons to the 
warehouse floors, and spiral chutes are used to transfer 
the grain from storage to delivery vehicles. Railway 
cartage services, particularly the country lorry services, 
are available for the collection of home-grown grain from 
farms for dispatch or storage in railway or private ware- 
houses, and the railways also arrange its subsequent dis- 
tribution by rail or road in accordance with requirements. 
In their warehouses, the companies rent storage space to 
farmers and merchants at very reasonable rates and, if 
desired, undertake such services as rendering stock returns 
when required and supplying weekly details of deliveries 
from stock. The railways also maintain large stocks of 
sacks for the conveyance of grain, which can be hired at 
very reasonable charges. These sacks can be returned to 
any railway station, irrespective of the point at which 
they were obtained. Every precaution is taken to ensure 
the cleanliness of the sacks, and the large proportion of 
the stock which is in regular circulation is indicative of the 
measure in which this facility assists the trade generally. 


* * * * 
Pooling Schemes in Transport 


EW commentators on the labour troubles of the London 

Passenger Transport Board have appreciated how the 
board’s finances are linked with the main-line railways 
through the pooling scheme which was confirmed in 1935 
by the Arbitration Tribunal established under the 
London Passenger Transport Act. It can be safely said 
that without taking this pool into account it is quite im- 
possible to gauge the financial effect of the bus stoppage, 
but possibly the complexity of the pooling arrangement 
is the explanation why this important factor in the London 
situation has not received more attention. Pooling schemes 
are very complicated; yet they are probably one of the 
most important financial developments in internal transport 
in this country, and it is likely that they will play an 
even more important part in the future. The four main- 
line railways are separate financial entities, but there 
is a community of financial interest between them, as 
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receipts from their competitive traffic are pooled and half 
of their gross receipts come within the scope of pooling 
agreements. In London the pool of receipts between the 
London Passenger Transport Board and the main-line 
railways is a key factor in most of the transport develop- 
ments since 1933. Northern Ireland has followed suit, 
and a pool has been arranged between the road transport 
board there and the railways. 

Simply stated, a pooling arrangement means that the 
gross receipts to be pooled of each of the competing parties 
are ascertained; from these earnings a deduction is made 
of the expenses incurred by each party in operating thei: 
respective services, together with any other allowances 
which may be legitimately charged against the receipts: 
the resultant amounts are known as the ‘‘ pooled receipts,’’ 
and it is the aggregate of these sums which is divided 
between the parties. A standard year is taken (1932 in 
the case of London) in order to ascertain the proportions 
in which the parties to the scheme are to be entitled to 
participate, and the “‘ net ’’ pool is divided in the propor- 
tions so ascertained. It will be seen that such an arrange- 
ment automatically provides for a community of financial] 
interest. Adjustments may of course be necessary from 
time to time and the standard proportions may need to 
be varied. This was the case in London in 1934-35. The 
L.P.T.B. claimed an adjustment of its standard propor 
tion because of savings in mileage brought about by co- 
ordination of road services and to changes in the board’s 
working expenses as a consequence of the standardisation 
of wages, and so forth. As a result the board’s standard 
proportion of the pool was increased from 62-00473 per 
cent. to 62:10364 per cent., and the main-line railway 
percentage was reduced from 37:99527 to 3789636. Thus, 
more than one-third of the net revenue loss resulting from 
the London bus strike will fall upon the main-line rail- 
ways, and, of course, London Transport benefits to the 
extent of nearly two-thirds in any increase in the suburban 
revenue of the main-line railways. 

It is interesting to examine the items of working expenses 
which go to make up the operating allowances which each 
party to the pool is entitled to receive. In the case of 
London the 1932 expenditure on two of the services of 
participating parties—the Central buses of the L.P.T.B. 
and the electric services of the Southern Railway—were as 
follow : — 


Pe eI Southern 
Central Railway 
Buses Electric 
Pence per Working. 
loaded Pence per 
vehicle loaded 
mile car mile 
Petrol and _ other Electric current for 
fuel rae a 1 -92887 running, lighting, 
Wages and clothing and heating elec- 
of drivers and tric trains .. 1-087152 
conductors 5-99196 Lubricants, water, 
Maintenance and etc ae .. 0-011135 
renewal of rolling Wages connected 
stock ie ee 2-14312 with the running 
Tyres ia aa 0 «22836 of locomotives and 
Cleaning, _lubrica- electric motors .. 0-352135 
ting and inspect- Guards’ wages and 
ing vehicles and clothing .. .. 0+222922 
supplies .. ae 0 -54323 Maintenance and re- 
Depot overhead ex- newal of rolling 
penses ' ~ 0 -27421 stock si .. 0691785 
Vehicle duty and Cleaning, lubrica- 
licence fees a 0 -51433 ting, etc... .. 0-128114 
Lighting, cleaning, 
and maintenance 
of running shed 
equipment .. 0-000340 
11 -62408d 2 -493583d 


These rates per mile—which are the factors of cost varying 
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with the mileage run—are then multiplied by the pool 
mileage to produce the operating expenditure. 

Naturally, pooling schemes do not solve all administra- 
tive problems between competitive undertakings. The 
ideal should be to aim at securing the largest possible 

voled receipts; traffic may be conveyed one way more 
economically than another; but, of course, there are other 
considerations to be borne in mind such as alterations in 
the standard proportions due to changes in the flow of 
traffic. It therefore behoves each party to concentrate 
on maintaining and if possible increasing the efficiency of 
its transport system. From the user’s point of view, this 
is an admirable feature of the pooling scheme, and it does 
much to remove the drawbacks of a monopoly. The 
arrangement secures co-ordination by removing or con- 
siderably reducing the prime cause of uneconomic com- 
petition—the financial aspect. The possibility of ultimately 
reaching a pooling arrangement between railway and road 
transport outside London should not be overlooked. It 
has been said that the difficulty on the passenger side 
is the reconciliation of railways earning 3-27 per cent. on 
their capital and bus companies earning a far higher 
return; but when it is remembered that direct competition 
between railway and buses is limited, it will be seen that 
a competitive traffic pooling arrangement might benefit 
both parties by reason of the economies to be secured. 
On the goods side, it would obviously be necessary to 
await the rationalisation of the haulage business before 
anything in the way of pooling could be attempted. 


x * * * 


The German State Railway in 1936 


iS consequence of the change of organisation made by 
the German Government early in the present year, 
the report on the working of the German State Railway 
for 1936 has been issued over the signature of the Minister 
of Transport, Dr. Dorpmiiller, in his capacity as General 
Manager of the undertaking, and is the last covering a 
full twelve months of the company regime. A statement 
setting forth the principal results expected appeared in our 
issue of April 23. The improved economic and industrial 
conditions in Germany are naturally reflected in the rail- 
way accounts. Traffic of all kinds increased and passen- 
ger traffic was favourably affected not only by the general 
improvement, but by special events such as the Olympic 
games, which brought large numbers of visitors to the 
country, 1,610,500,000 passengers being conveyed against 
1,488,700,000 in 1935. Tonnes of freight amounted to 
452,427,000, against 408,003,000. Receipts from passen- 
gers and luggage came to 1,069,869,750 RM. against 
988,661,000 RM. in 1935, an increase of 8-2 per cent.; 
goods receipts were 2,635,627,852 RM., against 
2,324,473,000 RM., an increase of 13-4 per cent. Passen- 
ger-kilometres rose 10°1 per cent., tonne-kilometres in- 
creased by 11-4 per cent., the latter in a slightly lesser 
proportion than the corresponding receipts, due to the 5 
per cent. increase in rates imposed on many classes of 
goods early in the year. Receipts for 1936, however, 
represent only 75 percent. of those taken in 1929, the boom 
year, but the traffic carried was 92 per cent. of that con- 
veyed in the same period. The difference is attributed to 
the extensive rate concessions since granted, so that 
receipts per passenger- or tonne-kilometre now average 
about 81 per cent. of the 1929 figure. In 1936, 68-4 per 
cent. of the passengers and 68-2 per cent. of the goods, 
including coal, were conveyed at special rates. Except 
in June, due to the position of Whitsun, every month in 
1936 showed an improvement over the corresponding 
period in the previous year, in all classes of receipts. 
The Reichsbahn has been called upon to convey large 
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quantities of materials in connection with various public 
works under the Four-Year Plan, such as the construc- 
tion of the State motor roads—the engineering work for 
which has largely been directed by Reichsbahn staff— 
and to provide free transport, to the estimated value of 
16 million marks, under the winter relief fund scheme. 
Total operating receipts, including those from rent of 
private siding lines or accommodation at stations, such as 
shops and kiosks, and sale of old stores, with income from 
subsidiary concerns in which the railway has an interest, 
but neglecting the transport tax collected on behalf of 
the State (233,796,236 RM.) amounted to 3,984,788,006 
RM., an increase of 11:1 per cent. over 1935 figures; of 
this 26-9 per cent. was from passenger and luggage, 66:1 
per cent. from goods traffic. The last-mentioned propor- 
tion has been increasing since 1932 and now represents 
two-thirds of the total revenue, an indication of the 
important part played by the Reichsbahn in meeting the 
transport needs of the country’s industries. Expenditure 
on operating account, including maintenance and renewals 
of track and equipment and pensions, amounted to 
3,512,970,045 RM.—2-3 per cent. more than in 1935— 
leaving a surplus of 471,817,961 RM., compared with 
152,200,000 RM. in the previous year. In 1934 the sur- 
plus was only 24 million marks and in 1933 there was a 
working loss of 136 millions; the operating coefficient has 
thus improved in three years from 104-66 to 88°16 per 
cent. In addition to the profit on working there was a 
sum of 40,839,548 RM. from other sources, making a 
total of 512,657,509 RM. to meet other charges. Of this 
sum 391,253,729 RM. are consumed by contributions to 
Reich funds, interest, loan and repayment charges, depre- 
ciation and redemption reserves, leaving 121,403,780 RM. 
available, of which 75,670,000 RM. is being distributed as 
preference share dividend at 7 per cent., and the remainder 
placed to statutory reserves. 

The number of persons employed rose by some 3,700 in 
the year to 660,000, 57 per cent. are workmen. Scales of 
payment remained practically unchanged; wages and 
salaries absorbed 2,356,000,000 RM., 67-2 per cent. of the 
total operating expenses. The number of locomotives of 
all kinds—steam, electric and diesel—increased slightly, 
while that of most other vehicles, except railcars, decreased. 
Oil and fuel consumption was reduced relatively to the 
work done and there was improved user of rolling stock. 
The new designs of corridor passenger stock are stated to 
have given much satisfaction. Exchange difficulties led 
to considerable restrictions on through traffic with East 
Prussia, much of which had to be sent by sea for a time, 
but a new agreement with Poland at the end of the year 
put matters on a much more satisfactory basis. Train 
services and speeds were again improved and fast railcar 
workings extended. The speeds on the secondary lines were 
also raised, and the Reichsbahn road motor services en- 
larged to cover a route mileage of 1,550. Electric traction 
was extended to a further 36 miles of route and a large 
amount of work completed towards further important ex- 
tensions on the main lines. Extensive experiments were 
made to substitute aluminium alloys for copper in electrical 
equipment and a design was prepared for a locomotive 
containing no imported metal. Important civil engineer- 
ing works were completed, including the Rigen dam, 
which has enabled 2 hours to be saved on certain Ger- 
man—Scandinavian services and has taken 5 years to 
build; the northern half of the Berlin Nord—Siid line, now 
open; numerous bridge and station reconstruction opera- 
tions and other improvements. Bridge and road devia- 
tions enabled 425 level crossings to be abolished. 

Accidents at crossings showed no signs of diminishing, 
however, in spite of the numerous installations of warning 
signals, 303 road vehicles being run down, in 77 per cent. 
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of the cases due to the carelessness of their drivers. Only 
2 persons were killed in train accidents. The permanent 
way was much improved and 839 miles of track renewed, 
with 5,587 pairs of points, frequently in connection with 
the re-alignment of junctions and stations to permit of 
higher speeds. The use of lock-and-block apparatus was 
further extended and a number of electric power signal- 
ling installations put in. The use of three-aspect distant 
signals and automatic train control, both of the inductive 
and optical types, was extended, with additional train 
despatching telephone equipment. New motor vessels re- 
placed out-of-date steam vessels in the Lake Constance 
services. The special vehicles for conveying railway 
wagons through the streets, in use at 23 places, proved 
most successful, conveying 75,000 wagons. Container 
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services were well patronised and at times there was even 
difficulty in meeting requirements. Large orders for 
materials of all kinds were again placed with private indus- 
tries. The standardisation of designs was also continued 
and the central technical administrative services concen- 
trated in Berlin and Munich and reorganised. Staff train- 
ing methods were extended and the Reichsbahn was alle 
to help private industry by supplying it with young work- 
men who had taken a certain degree of training in its own 
establishments. Housing facilities for the staff were also 
improved and the numerous social benefit organisations 
in the service given further support. The general impre- 
sion conveyed by the report is that the well-known efficiency 
of the German railway service is in no danger of diminis|: 
ing. 








LETTERS TO 


(The Editor is not responsible for 


The Rehabilitation of China’s Railways 


Peasenhall Hall, 
Saxmundham, Suffolk. 
May 15 
To THE EDITOR oF THE RAILWAY GAZETTE 

Six,—In your issue for May 14 I read a very interesting 
account of the rehabilitation of China’s railways. Recon- 
struction of these, from a state of chaos and material ruin 
to that of almost complete recovery in a space of five years, 
is a remarkable feat; and the programme for the completion 
of 5,000 miles of new line during the next five years is 
hopeful. ; 

The task required the expenditure of an immense amount 
of energy and ingenuity, and the difficulties that had to be 
overcome were not, apparently, engineering or material ones, 
but of the provision of money. 

It is notable how overwhelming a part money plays in all 
industry, in fact it is the supreme controller of all human 
effort; it is a sort of government of industry, and even of 
Governments. Yet, the only function of money—dquite 
valueless in itself{—which is conceivable in common sense is 
that it shall be a system of accountancy to assure and 
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the opinions of correspondents) 


facilitate the accomplishment of what is physically possibl 

and the consumption and enjoyment of those achievement 
Yours faithfully, 

ARTHUR WELFORD 


William James 


60a, Green Lane, Northwood, 
Middlesex, May 10 
To tHE Eprror or THE RAILWAy GAZETTE 
Str,—You raise the question of the date of William 
James’s death. The date, March 7, in the obituary notic« 
in The Railway Magazine of May, 1837, is a mistake. The 
Gentleman's Magazine of May of the same year gives March 11 
as the date, but the inscription to the engraving first pub 
lished in the Mechanics’ Magazine in 1839 gives the date of 
death as April 22, 1837 ; this was very wide of the mark. 
Some time ago I looked up the Cornish papers published 
in March, 1837, and found that some gave the date as 
March 10 and others as March 11. James died at Bodmin 
The official registration of deaths began in the second half 
of that year, so Somerset House could not settle it. 
Your obedient servant, 
REGINALD B. FELLOWS 








PUBLICATIONS RECEIVED 


Grossing-Up Tables for Net or tion of Australia with a view to its 
ultimate adoption as a British Empire 
standard list of sizes. 
aim of the committee responsible to 
retain only one size for one name, and 
thus to promote simplification. 


‘free of tax ’’ Dividends for the 
use of Secretaries, Bankers, Accoun- 
tants, &c.: No. 18A, when Tax is 
5s. in the £. London: Fredk. C. 
Mathieson & Sons, 16, Copthall Avenue, 
E.C.2. 9} in. x 6 in. 7 pp. Paper 
covers. Price 1s. net.—These tables 
will be most useful in ‘‘ grossing up”’ 
the net of dividends and interest received 
since April 5, 1937, when 5s. in the 
£ has been deducted. They are arranged 
in parallel columns, headed respectively 


[llinois :— 


University of Illinois Bulletins.— 
The following bulletins have been issued 
by the Engineering Experiment Station 
of the University of Illinois, Urbana, 


No. 288, An Investigation of Rela- 


Tyknocinski Tykociner and Marion W 
Woodruff. 

Reprint No. 10, Heat Transfer in 
Evaporation and Condensation. By 
Max Jakob. Price 35 cents. 

It has been the 
the “00” gauge model railway on the 
grounds of the mass of realistic detail 
that can be included in a restricted 
space, are put forward in an illustrated 
catalogue which we have received from 
Hambling’s, of 10, Cecil Court, Charing 
Cross Road, W.C.2. Parts for the home 
constructor of rolling stock, locomotives, 
permanent way, and other equipment, 


Model Railways.—The claims of 





“net,” “ tax’’ and “ gross,’ and range 
from Is. net to £1,000 net. Calculations 
which include pence will also be facili- 
tated by the remarks on the first page. 


British Standard Sizes for Paper 
(Writings and Printings, Wrappings 
and Casings, and Trimmed Boards). 
B.S.S. No. 730-1937. London: British 
Standards Institution, 27, Victoria 
Street, S.W.1. Price 2s. net.—This new 
British Standard Specification contains 
a list of B.S. sizes for paper, prepared 
at the request of the Standards Associa- 


tive Stresses in Solid Spur Gears by 
the Photoelastic Method. By Paul H. 
Black. Price 40 cents. 

No. 289, The Use of an Elbow in a 
Pipe Line for Determining the Rate of 
Flow in the Pipe. By Wallace M. 
Lansford. Price 40 cents. 

No. 290, Investigation of Summer 
Cooling in the Warm-Air Heating 
Research Residence. By Alonzo P. 
Kratz, Maurice K. Fahnestock, and 
Seichi Konzo. Price $1. 

No. 291, Flexural Vibrations of Piezo- 
Electric Quartz Bars and Plates. By J. 


are listed, as well as completed models. 
The very small scale no longer restricts 
the ‘‘ 00” gauge user to models of the 
simpler prototypes, for several modern 
4-6-0 types figure in the locomotive sec- 
tion, complete externally down to the 
outside valve gear when called for. The 
makers are keeping well up to date, and 
listing models of L.M.S.R. standard 
locomotives of Mr. Stanier’s design; a 
G.W.R. “ King ’”’; Southern Railway 
““Schools”’; and a L.N.E.R. “ San- 
dringham ”’ of the latest ‘‘ football ’”’ 
series. 
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{nswer to Railway Problem No. 6 
70 yards. London to Birmingham 
: 616 ed : 
train goes —\- yd. in 3% sec. Bir- 
770 
9 
in 34 sec. Let x yd. be length of Bir- 
mingham to London train. In 3} sec. 
London to Birmingham train goes 80 
x — distance Birmingham to London 
train goes in 34 sec. 


mingham to London train goes 


616 770 ia 
-= 84 + * — > whence ¥ = 70. 


Railway Problem No. 7 
‘ FARES, PLEASE ” 

On the 1d., 2d., 3d., and 4d. tickets 
issued on a journey a bus conductor 
collected £3 12s. 11d. 

Half of these were penny tickets. 
[wice as many 2d. as 3d. tickets were 
issued, and three times as many 3d. as 
4d. 

What was the total number of these 





tickets? —From ‘‘ A Problem a Day,”’ 
by R. M. Lucey. Faber & Faber. 
5s. net. 


* * * 


PREPARING A COLONIAL RAILWAY REPORT 

We are indebted to Mr. J. H. 
McEwen, General Manager, for the 
following effort written by Mr. M. A. 
Crane, Mechanical Research Officer, 
Nigerian Railway :— 


Statistarbea or Figuritis 
My head is heavy I cannot sleep 
I get no help in counting sheep 
Before my eyes a vision passes 
Of pounds of coal for engine classes. 
Of Gross Ton-Miles per average load 
And engines ready for the road 
Expenditure per shop repair 
And Revenue per wagon tare 
Of total miles less engines ‘‘ dead ’’ 
And Engine hours from shed to shed 
Of pints of oil for Traction tons 
And average weight of Railway buns 
Of working days throughout the year 
The hop content per pint of beer 
The pounds of soap per wash per day 
The sleep per man on daily pay 
Of aggregate of cattle carried 
And headaches caused per person harried 
The incidence of twins per coaster 
And pennies earned per Railway poster 
So this goes on throughout the night 
You must admit a sorry plight 
But it will pass—I’m not defeated 
The damned Report has been completed 
CASTING 
* * * 


BAD ROADS FOR SAFETY 

The highways of the world would be 
narrow, rough-surfaced, and full of 
bends if Captain Arthur Brandt, New 
York State Highway Commissioner, had 
his way. ‘‘ The narrowest, crookedest, 
and roughest roads are the safest for the 
crazy modern driver. Why not build 
them that way?’’ he asks in his pro- 
gramme for eradicating road deaths. 
Other points in Captain Brandt’s pro- 
posals are: Removal of all roadside 
inns and taverns; Policing of all road- 
side parking places to prevent anyone 
who has had a drink from driving a 
car, Periodic sanity tests for drivers to 





find out why a person, perfectly sane 
otherwise, immediately goes crazy when 
he gets behind the wheel of a car. 
‘* Deaths occur on the straightest and 
finest sections of the road, not on the 
worst,’’ says Captain Brandt. 

* * * 


American railroads in 1936 used 
119 lb. of fuel to haul 1,000 gross tons 
one mile compared with 120 lb. in 1935 
and 163 lb. in 1922.—From ‘‘ Railroad 
Data.”’ 


OO i Ticket of August 5, 
1868, from _ the 


Southsea collection of Mr. 
TRAMWAY. H. W. Bardsley, 
<Mole-Ticket to be given for the through 








ap to Oe Grarh oo 
the journey fror RYDE, 


(Shon. L.B.J 


, 


journey from the 
Isle of Wight using 
the Southsea Tram- 
way. That line, 
the first to be laid 
on the crown of the 
road, was opened on 
May 15, 1865, and 
linked 


Town station with 


Portsmouth 
Southsea pier 


* * * 


COUNTERFEIT COINS COMMERCIALISED 

Counterfeit coins, to the value of 
£534 33. 6d., which have found their 
wav into the booking office tills over 
a number of years, have just been 
melted down by the Great Western 
Railway Company at its Swindon 
works. The ingots thus produced 
weigh approximately a hundredweight 
and when analysed were shown to con- 
tain 83-8 per cent. tin; 9-8 per cent. 
antunony; 3-4 per cent. copper; 1-8 
per cent. lead; 0-6 per cent. zinc; 0-4 
per cent. silver; 0-2 per cent. iron. 
Two half-crowns contained metal of 
such high heat resisting qualities that 
they defied even Swindon furnaces to 
melt them. The ingots are now to be 
put to commercial use. 


* * 7 


Herman Darewski, in his new book 
““ Musical Mernories,’’ says that he 
himself never had any set method of 
obtaining his ideas, but many of his 
best known numbers came into being 
in an interesting way. With Arthur 
Findon he specialised in topical songs, 
and they realised that different rail- 
ways had different rhythms, and they 
certainly got various inspirations from 
them. ‘‘ We would buy the morning 
paper and take a short journey during 
which we picked on our subject. The 
rhythm of the wheels, the peculiar ‘ te 
tum tum tum-te tum te tum’ would 
give us the necessary idea and within 
a little while we had a verse and refrain 
complete. Going up to Liverpool,’’ he 
adds, ‘‘ I struck a melody which I can 
only attribute to the continual jolting 
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of the wheels. This melody when 
words had been put to it became all 
the rage on the Continent. It was 
called ‘ Sandfort Bei Der See!’ An- 
other I composed while sitting in a 
Southern Railway train from London 
to Bournemouth. This became one of 
the biggest successes of Harry Fragson, 
Anglo-French comedian. It was first 
sung in Paris and ‘ La Petite Dame de 
Metro,’ as it was entitled, was sung 
by a million Continental lips. I have 
observed in my wide travels in Europe 
and various parts of the world that all 
railway lines possess individual 
rhythms.’’ 


* * * 


AN ECHO OF THE BOER WAR 

Thirty-seven years ago last Saturday 
there appeared in The Friend, a paper 
produced for the troops by the war 
correspondents with Lord Roberts’s 
forces at Bloemfontein, the notice 
which appears below. The effect of the 
proclamation was that the railways 
temporarily became known as_ the 
Orange State or Orange River Colony 
Imperial Military Railways, instead of 
as previously the Orange Free State 
Government Railways. The _ lines 
affected totalled some 418 miles. 
Later, upon the restoration of peace, 
the system became part of the Central 
South African Railways of Transvaal, 
and Sir Percy Girouard, who in the 
meantime had been invested with the 
K.C.M.G., was appointed to take 
charge of the new railway administra- 
tion as Commissioner of Railways, 
Transvaal and Orange River Colony, 
It may be remembered that Sir Percy, 
who later, in the great war, became 
Director-General of Munitions Supply, 
published a ‘‘ History of the Railways 
during the War in South Africa.”’ 

PROCLAMATION 
WHEREAS: It is deemed expedient and 
necessary for the welfare of the Orange 
Free State, that the Railway Service shall 
be resumed in the aforesaid Republic as 
far as circumstances permit. 

NOW THEREFORE, 

I, Frederick Sleigh Baron Roberts of 
Kandahar, KP, Ges... Gest, 
G.C.1.E., V.C., Field Marshal and Com- 
mander-in-Chief of the British Forces in 
South Africa, do hereby appoint 
Lieutenant Colonel Edouard Percy Cran- 
will Girouard, D.S.O., Director of Rail- 
wavs, South African Field Force, Admini- 
strator of the State Railways in such 
portions of the Orange Free State as have 
been or may hereafter be occupied by 
British Troops. And I do hereby order 
that the Railway and Railway Telegraph 
Services shall be resumed in the portions 
of the aforesaid Republic, already referred 
to, from the nineteenth day of March, 
1900, under the existing Laws and Con- 
ventions of the Orange Free State, sub- 
ject to such alterations as may from time 
to time be notified, and to the require- 
ments of the army. 

Given under my hand at Bloemfontein 
this Thirtieth Day of March, 1900. 


GOD SAVE THE QUEEN 
ROBERTS, Field Marshal, 


Commanding-in-Chief British Forces 
in South Africa. 
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OVERSEAS RAILWAY 


ARGENTINA 


Additional Funds for State 
Railway Works 

The Government has authorised the 
State Railway administration to ex- 
pedite the work to be executed during 
the current year on the branch lines 
from Pie de Palo to Mendoza, and from 
Joaquin V. Gonzalez to Pichanal. The 
sums originally allocated to be spent 
on each of these lines this year were 
$700,000 and $550,000, respectively; 
but in order that the work may not 
be delayed for lack of funds, the 
imounts originally authorised have been 
increased to $947,208 paper and 
$1,006,455 paper, respectively. 


Loading Grain in Bulk 


rhe National Grain Elevators Com- 
mittee has called for tenders for 30 
movable elevators for loading grain in 
bulk at railway stations, at a total cost 
of $275,000 paper. These units are 
intended for use by agriculturists near 
stations not equipped with proper 
grain elevators or other machinery for 
loading. The grain is loaded direct 
into a species of wheeled tank, the con- 
tents of which are then transferred to 
the railway wagons by means of a 
special apparatus at the stations. It 
is claimed that this method reduces the 
cost of transportation, and that 25 to 
30 cents on every 100 kg. (220 Ib.) 
are saved by avoiding the use of bags. 
[he Grain Elevators Committee states 
that the system is similar to that em- 
ployed in Canada at a time when the 
tariffs of the privately-owned elevators 
were prohibitive, as much as two-thirds 
of the crop being handled in this way. 


Grain and Linseed Production: 
Second Estimate 

Che second official estimate of the 
probable grain and linseed harvest for 
1936-37, issued by the Ministry of 
Agriculture on March 31, indicates a 
slight all-round reduction, as compared 
with the first estimate issued in Decem- 
ber last (THe Ramway Gazette of 
February 5, 1937). The following tabl 
gives the estimated production in tons 
of the four most important crops, with 
the reduction, as compared with the 
first official forecast: 


rons Reduction 
Wheat 6,745,000 55,000 
Linseed 1,850,000 30,000 
Oats . 792,000 28,000 
Barle , 650,000 30,000 


Maize Sowings: Second Official 
Estimate 

rhe second estimate of the area sown 
with maize this year, issued by the 
Ministry of Agriculture, puts this at 
6,494,000 hectares (16,485,000 acres) or 
106,000 hectares (265,000 acres), 1-6 per 
cent. below the first estimate of 
6,600,000 hectares (16,500,000 acres) 
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previously given in these columns. 
According to this second estimate, the 
area sown is also 1,136,000 hectares 
(2,840,000 acres) less than that of last 
vear, and is slightly under the average 
for the previous 5 years, which was 
6,582,374 hectares (16,455,935 acres). 


NEW ZEALAND 


Heavier Locomotives for 
Thermal Route 


An important departure on the 
Rotorua line was the testing early this 
year of the heavy ‘‘ K’’ class 4-8-4 
locomotives, one of which was used to 
draw the Rotorua express on a trial 
run. As a result it is expected that 
the duplication of trains, particularly 
during the holiday periods, will be 
averted when this type of locomotive 
comes into general use. The main 
trunk route between Wellington and 
Auckland at present absorbs the great 
majority of these engines, but when 
more are available, they will be placed 
in regular service on the Rotorua line 


Mounting Revenue 

[he gross revenue of the Government 
railways up to February 27 last had 
already exceeded the departmental 
estimate for the full financial year to 
March 31. The net revenue figures for 
the four weeks ended February 27, 
showed an increase of £33,000 as com- 
pared with the figures for the same 
period last year. The increase in the 
gross revenue amounted to £94,000, 
and the increase in expenditure to 
€61,000, after absorbing the whole of 
the costs incurred by the introduction 
of the 40-hour week and the restora- 
tion of the wage reductions. The re- 
venue figures for the period continued, 
however, to be adversely affected 
owing to the restriction in travel caused 
by the outbreak of infantile paralysis. 

During the year a substantial amount 
had been debited to the working ex- 
penses of the department to cover im- 
proved facilities, particularly in con 
nection with stock loading and_ in- 
yarding accommodation at 
country stations. These were items 
over and above those included in the 
ordinary estimates for the year. 


( reased 


Heavy Freights 

With weekday rail traffic far above 
normal levels, Sunday goods trains are 
being found necessary to reduce rail 
congestion and to make full use of the 
available rolling stock, which has been 
in heavy demand during the summer 
months. Additional services have been 
required to cope with the steady in- 
flux of traffic, and the brisk demand 
for rail transport, particularly in 
regard to stock movements, has pre- 
sented many problems to train running 
officials. On weekdays the supply of 
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wagons has been fully utilised and, 
without the Sunday trains, congestion 
was inevitable. 
Road Motor Services 

The road motor services, and mor 
particularly those taken over duril 
the year, are showing a satisfactor) 
financial return, notwithstanding th 
non-recurring and abnormal expend 
ture incurred in improving and increa 
ing the units of the different fleet 
together with improved wages and 
working conditions generally enjoyed 
by the staff under Government contro] 

Government Aims 

On the other hand the governing prin 
ciple of the Government is to provid 
adequate facilities to meet the trans 
port needs of the country’s primary 
and secondary industries, to raise still 
further the safety and comfort factors 
in the conveyance of passengers, and 
generally, to make the railways an in 
creasingly efficient instrument for meet 
ing the whole of the transport require 
ments of the public. 


INDIA 


North Western Railway Budget 

This budget for 1937-38 provides for 
the expenditure of Rs. 193-75 lakhs 
on the Capital and Depreciation Fund 
Programme. A sum of Rs. 18-75 lakhs 
is allotted for the construction of the 
Sind Right Bank Feeders. Railway, a 
scheme which is estimated to cost 
Ks. 91 lakhs. Track renewals form 
the most important item in the pro 
gramme of open line works. The work 
of providing cabin-interlocking in place 
of semi-interlocking at 14 stations on 
the Saharanpur-Delhi section is ex 
pected to be finished during the year. 
Funds are also provided for the con- 
struction of divisional offices at Delhi 
and of a ‘new central hospital and 
staff quarters at Lahore. A large sum 
of money will be absorbed in the re- 
construction of staff quarters and build- 
ings in the Quetta Division, damaged 
by the earthquake in 1935. The re- 
newal of weak girder spans of the Nari 
Bridge will also be completed. 

It is proposed to transfer the 2 ft. 
6 in. gauge workshops and sick lines 
from Kalabagh to Mari Indus and to 
remodel the locomotive yard at the 
latter station, an economy measure 
now made possible by the construction 
of the Kalabagh Bridge. An impor- 
tant work to be begun during the year 
is the regirdering of the Victoria Bridge 
over the Jhelum on the Malakwal 
Kundian section, at a cost of Rs. 10-36 
lakhs. 

Provision is made for the purchase 
of two diesel electric locomotives, 
thrown forward from the previous year. 
It is intended to replace four 4-6-2 
and four 0-6-2 locomotives and 11 
boilers of various types, all of which 
have passed the life limit, and 20 
‘“H.G.’”’ 2-8-0 locomotives are to be 
scrapped without replacement. Also 
32 coaching vehicles are to be replaced, 
and 74 units of coaching stock are to 
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be scrapped without replacement. 
Under goods stock, provision is made 
for the purchase of 600 ‘‘CR’”’ type 
ind 100 ‘‘O’”’ type wagons. 


FINLAND 


Improved Results in 1936 

The Finnish State Railways report 
in improvement in the financial posi- 
tion during 1936. Passengers carried 
rose from 18-6 millions to 19-4 millions, 
ind ordinary and express goods from 
12 million to 13-3 million tonnes. Par 
cels traffic also increased. Total re- 
ceipts were 925,900,000 Finnish marks, 
in increase of 72,900,000 FM., or 8-5 
per cent. Of these 241,100,000 FM. were 
from passenger traffic, 26 per cent. of 
the total, leaving 69-1 per cent. from 
<oods, and the rest from miscellaneous 
Operating expenses, exclusive 
of interest and depreciation charges 
came to 674,000,000 FM. leaving an 
operating surplus of 171,300,000 FM., 
as against 133,700,000 FM. in 1935, the 
operating ratio improving from 84-33 to 
$1-49. 

The length of the State system at 
the end of the year was 5,367 km. 
(3,335 miles). Finland has 68 km. 
(42-2 miles) of broad, and 188 km. 
(116°8 miles) of narrow gauge lines in 
private hands. The number of stations 
and halts increased from 1,961 to 1,993. 
The State lines now have 741 steam 
locomotives, 1,522 passenger and 23,634 
freight vehicles. Wood is chiefly used 
as fuel. The number of persons em- 
ployed at the end of the year was 
about 26,400 inclusive of those paid by 
the day. 


sources. 


HOLLAND 


Electric Signalling at Haarlem 

During April the Netherlands Rail- 
ways brought into use at the west end 
of Haarlem station, where the three 
lines from Helder, Zandvoort and the 
Hague converge, a new electric power 
signal box, Haarlem No. 2, in place of 
the old mechanical No. 3 box on the 
opposite, or north side of the line. The 
signal box formerly called No. 2, in 
the centre oi the station, is now known 
as ‘‘ T’’ and was built in 1907, being 
equipped with the Westinghouse elec- 
tro-pneumatic system, under licence, 
by the Stahmer works of Georgsmarien- 
hiitte, Germany. The frame contained 
72 rotary type handles in place of 
miniature levers. The signals have 
now been re-arranged on the present 
Netherlands standards, with bracket 
home signals and three-aspect distants. 

lhe frame in the new signal box 
is of the 7-row multiple type, similar 
to that designed by Mr. Bouman for 
Maastricht station and illustrated in 
THE RatLway GazettE for April 17, 
1936, page 746. It contains 112 
handles, 90 being in use at present, 
occupying a space of only 180 x 84 cm. 
(5 ft. 11 in. x 2 ft. 9 in.) and operates 
37 running signals, 13 stop shunting 
signals and 49 pairs of points. The 
block and other electric indicators 
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usually employed have been replaced 
by lamp indicators alongside’ the 
handles or behind the apparatus. As 
the frame also contains the point detec- 
tion controls, the arrangement is very 
compact and a cabin of very moderate 
size has been found adequate. A single 
line lock-and-block is in use on one 
of the goods lines. The Netherlands 
Railways have modernised the signal- 
ling at many stations in the last few 
years, but are not so enthusiastic about 
light signals as some other lines. 


ECUADOR 

State Railways Administration 

Since December, 1935, all Govern- 
ment railways have been centralised 
under a new autonomous body, the 
State Railway Board. Even the Guay 
aquil & Quito Railway, though it is 
the property of a private company with 
registered offices in the United States, 
is under the control of the Board, as 
the President and Government-nomi- 
nated directors, who form the majority, 
are Members of the Board; this is the 
principal railway in the country, and 
is 464 km. in length and of 3 ft. 6 in. 
gauge. 

New Quito—San Lorenzo Railway 

In February, 1936, a contract was 
signed by Scotoni A.G., of Zurich, for 
the construction (a) of a railway, 200 
km. in length, to complete rail com- 
munication between Quito and San 
Lorenzo and (b) of a port at that town, 
which is on the Esmeraldas coast. The 
work was to be completed within four 
vears at a cost of 35,000,000 sucres 
jabout £660,000). The first 173 km. 
from Quito to Ibarra were constructed 
and opened about seven years ago, and 
arrangements were made prior to the 
new contract for the completion of a 
further 31 km. of line, so that the total 
distance from Quito to San Lorenzo 
will be about 404 km., according to the 
Department of Overseas Trade ‘‘ Report 
on the Economic and Commercial Con- 
ditions in Ecuador, 1936.’’ 


MANCHUKUO 


Ancillary Businesses of the S.M.R. 

The South Manchuria Railway Com- 
pany is to erect an additional shale oil 
distillation plant at Fushun following 
the discovery of new deposits of shale 
oil 350 metres below the surface. It 
is estimated that the present annual 
production of 150,000 metric tons of oil 
will be increased to double the amount 
when the new plant is in full operation. 

The S.M.R. and the Mitsui interests 
are jointly planning to float a company 
for the manufacture of viscose from 
the hulls of the soya bean, with a capi- 
tal of Y. 12,000,000. 

A new firm to be known as the 
Oriental Development Coal Mining and 
Railway Company is to be organised 
in May as a joint Sino-Japanese con- 
cern for the development of the coal 
deposits around Chinwangtao which are 
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estimated at 50,000,000 tons. The new 
organisation anticipates an output of 
300,000,000 tons a year to begin with, 
rising to 400,000 tons within the next 
five years. The joint concern combines 
the Japanese Oriental Development 
Company and the Chinese Great Wall 
Coal Mining Company. 
New Lines Opened 

Two new lines were scheduled to be 
opened during April: first, the Noho— 
Mergen (Nitmchiang) extension of the 
Tsitsihar—Ningnien—Noho branch, the 
railhead of which is thus’ brought 
within about 150 miles of the U.S.S.R. 
frontier at Heiho and Blagoveshchensk. 
The extension runs through a productive 
area and will assist in the develop- 
ment of its agricutural and industrial 
resources. 

The second line connects Hsinlitun 
and Ichow in Chinchow Province and 
passes through the Fushin coalfield, so 
that it will be mainly a mineral rail- 


| CHINA 


Proposed Hunan-Kwangsi Railway 

This new line |referred to in our 
issue Of April 23.—Epb. R.G.] is to run 
from Kweilin, the capital of Kwangsi 
Province, to Hengchow, the principal 
station on the newly-opened portion 
of the Canton—Hankow line in southern 
Hunan. Kwangsi will thus be linked 
up with Hankow and Peiping in the 
north, Nanking (via Chuchow, Nan- 
chang, Kweichi and Wuhu), and Shang- 
hai (via Chuchow, Nanchang = and 
Hangchow). The survey is to begin 
during May and it and the subsequent 
construction will be under the super- 
vision of Mr. Ling Hung-hsun, Manag- 
ing Director of the Canton-Hankow 
Railway, who was also responsible for 
the construction of the final section of 
that line. 


Miscellaneous News 

Funds are being raised for an 800-m. 
aerial ropeway at Kuling, a summer 
resort up in the mountains, which will 
thus be popularised by the quicker 
access by railway, as the present access 
is over a difficult motor road and by 
chair coolies. 

Chinese labourers are being recruited 
in Hopei and Shantung and are being 
sent to Manchukuo for employment in 
railway construction and defence works. 

Insurance of railway properties by 
the Ministry of Railways include sixteen 
railway lines and three engineering col- 
leges. The amount at which they are 
appraised is $82,295,600. 

Kiaochow and Tsingtao 

In our issue of February 12, on page 
274, appeared an error in the statement 
that Kiaochow was the former name of 
Tsingtao under pre-war German rule. 
Actually the two places are separated 
by about 46 miles, Tsingtao being the 
port of the district headquarters, 
Kiaochow, which is, however, within a 
few miles of the coast. Tsingtao is the 
terminus of the Kiaochow-Tsinan Rail- 
way in Shantung Province. 

























986 THE RAILWAY GAZETTE 





May 21, 





1937 


British Locomotive Types—XIII 


200 Lé. PER 5Q.IN. 

































































tT ws fh y MAXIMUM WIDTH OF ENGINE= 8.10" 
| 19"DIA.x S$ <i t J 1 Mn 
S28" STROKE 4¢-— ST $4} Eiesiniicataiaasacaenconiel am 
fa —s 2,6") Sit a0" —— 
J | a a —_—" WATER 4000 GALLONS 
2 7 \ / \ A ate : 
. | ie 4. fey + C/o \ r +. Se 
si ATID | YN 6.0'D. Oa iam SWS BN -~ = 
fs tte — 8. 10°—->—-7/ 3 a 7 9— <— 6.03 4.34" 6.6— > a -6.6~ 6 
k—— —— 4—23.10%—-+ — — — >> —— 011i — +4 —— 13.0 -- > | 
| - —-—— + ———-} -—47/93"}-— —— ——-———----—— a | 
ae ie ——-—— ————}--- == +5719§" g——————— —--—----- ——> 
WEIGHTS IN mam 187.0c. 187.5¢. 177.5c. 137.17T¢. /41.1C. /47.10¢. 
WORKING ORDEP 627.6c. TOTAL Wr. OF ENGINE & TENDER=1041./4C. 427.8C. 

HEATING SURFACE, TUBES SUPERHEATER ; 285-0 SQ. FT. 
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FIREBOX 135-0 GRATE AREA — a, 

TOTAL (EVAPORATIVE) 1,525-6 TRACTIVE EFFORT (AT 85 PER CENT. B.P.) ... 23,866 LB. 

U Class 
———_—- —_—— — 170 LB. PER S@. 
Ft oom . MAXIMUM WiDTH OF ENGINE 8.9" 













\ERL 





Ph hw 14.00 | / 










XN X. 



















~ WATER 3500 GALLONS 










































































































5.3" >1«-—6/ 10" —8'0"— -6.6" > 
in Bidet 4 aes Bisons nu —<-—-—9 ¢*-—— 
| <2 ROBIE sats 50.3*-——-—-— —{- -__|—__+ | 

ees SERRE ———+————+~ 59/97 — —-+-— —-4 —_ -4-__-4 
WEIGHTS IN l67.5¢. I17.15¢. 197.10c. 147.15¢. 137.10¢. 137.10¢. 127.5¢. 
WORKING ORDER 68r.5c. TOTAL WEIGHT OF ENGINE TENDER /07r.10c. 397.5¢. 

HEATING SURFACES, TUBES SUPERHEATER ; 460-00 SQ. FT. 
LARGE AND SMALL 1,895-00 SQ. FT. COMBINED HEATING SURFACES — 2,491 -47 
FIREBOX 136-47 GRATE AREA 30-95, 

TOTAL (EVAPORATIVE) 2,031 -47 TRACTIVE EFFORT (AT 85 PER CENT. B.P.) ... 20,800 LB. 
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LARGE AND SMALL 1,604-0 SQ. FT. COMBINED HEATING SURFACES — 2,049-0 ,, 
FIREBOX 162-0 GRATE AREA ae 

TOTAL (EVAPORATIVE) 1,766-0 TRACTIVE EFFORT (AT 85 PER CENT. B.P.) ... 25,130 LB. 
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S. 11 Class 








988 THE RAILWAY GAZETTE 


THE EVOLUTION 


May 21, 1937 


OF THE P.L.M. PACIFIC 


Stages in the development of two classes now to be adopted as standard 


HE Pacific type of locomotive, standard for express 
work on the P.L.M. since 1909, is ultimately to be 
represented on that system by two series of engines 
which have been evolved from their predecessors by a 
process of development extending over the intervening 
years. In a recent issue of Le Bulletin P.L.M. the stages 
of this evolution were summarised. 
The Pacific of 1909 was a natural development of the 
4-6-0 type which preceded it, arising from an increase ot 
grate area and the addition of a trailing axle. These 1909 
Pacifics were designed to furnish data from which a 
standard type could later be worked out. Some of them 
(Class 6001) were non-superheated 4-cylinder compounds 
with boilers pressed to 227 lb. per sq. in.; while the 
remainder (Class 6101) were 4-cylinder simple engines with 
170 lb. per sq. in. boiler pressure, and superheaters. 
Comparative tests in post war years with these two types 
were the subject of a paper read to the Institution of 
Locomotive Engineers by M. Vallantin, Chief Mechanical 
Engineer of the P.L.M., on February 26, 1931, and 
reported in our issue of February 27 of that year. 
As a result of the foregoing experiments, a basic type 
was adopted in 1912 from which the subsequent P.L.M. 
Pacifics have been developed. Compounding, and the 
227-lb. pressure as in the Class 6001 engines were retained, 
but with the addition of superheating. These engines were 
known as Series 231°C. Starting with this type, the 
subsequent progress of the P.L.M. Pacific may thus be 
stated : — : 
Series Particulars 
231 -¢ . Eighty-six engines, with inde- 
pendent h.p. and I.p. valve 
gear, built between 1912 and 
1921. 

231-D As above, but with the same 
reversing gear for h.p. and 
l.p. cylinders: 219 engines 
built between 1922 and 1925. 

231-F As type 231-D, but with feed- 
water heaters: 75 engines, 





mostly built between 1930 
and 1932. r° 
231-E .. Adevelopment of the Class 6101 


simple Pacifics of 1909 (Series 
231-A). Converted to com- 
pounds and re-classified in 
1927: 71 engines built be- 
tween 1909 and 1912. 

231-B .. A higher pressure (199 Ib. 
per sq. in.) variant of the 
Class 6101 simple Pacifics of 
1909. Compounded between 
1917 and 1924: 20 engines, 
built in 1912. 
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Various improvements have been 
carried out to these engines from time 
to time. In 1924 exhaust steam feed 
water heating was adopted, and in 
1926 a rearrangement of tubes raised 
the superheat from 260° to 380°C. An 
economy of 15 per cent. in fuel con- 
sumption was achieved by these 
modifications. Even so, the Pacifics 
lacked the reserve of power necessary 
for recovering time lost in delays 
with trains of increasing weight and 
faster schedules. Two new Pacific 
designs were therefore evolved from 
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Locomotive o. - A de 1924-26*7 
a a-hole “i 


Puissance au crochet 1 600 CV. Consommation ge charbon 1 * 2 par CVH. 
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trials begun in 1932, and, classified as 231°G and 231°} 
form the new standards of P.L.M. Pacific design. 

The 231°G engines have new l.p. cylinders with large 
steam passages; the P.L.M. double blastpipe, with a cross- 
shaped element in the path of the exhaust steam to split 
up the jet and improve the draught (at the same time 
making for better steaming); and mechanical lubrication 
throughout. 

Engines of Series 231-H incorporate the foregoing im- 
provements, together with new h.p. cylinders; a boiler 
pressed to 284 lb. per sq. in. (instead of 227 lb. per 
sq. in.); a Dabeg fliue-tube feed water heater; and an 
improved type of superheater. Trials on the road with 
engines of both series show the following comparisons 
with the 231-D Pacifics: 








| 231-D | 231-G 231-H 
At 62 m.p.h. :— | 
Drawbar horsepower a 1,570 2,130 2,480 
Coal per d.b. h.p./hr. | 236 | 207 2-01 
At 74:5 m.p.h. :— 
Drawbar horsepower ap 1,280 1,960 2,390 
Coal per d.b. h.p. /hr. --| 3-00 2-35 2-11 


231-G engines show an in- 


Briefly, at 74°5 m.p.h. the 
and the 231°H engines 


crease in power of 55 per cent., 
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Puissance au crochet 2500 CV. Consommation ae charban 0*9 par CV H, 
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A drawing from “Le Bulletin P.L.M”’ by Mr. E. A. Schéfer showing com- 
parative capacities of P.L.M. Pacifics at 100 km.p.h. 
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of 86 per cent. compared with their predecessors. They 
are allowed to take loads 15 per cent. heavier (Series 
931-G), and 22 per cent. heavier (Series 231-H) than the 
earlier 4-6-2 classes. 

A 231-H engine has lately been tested alongside Pacifics 
of the other French railways on the Viiry testing plant, 
when, in the full-power test (which is a strenuous trial 
of the lubricating system) it developed the following 
horsepowers at the wheel rim: at 62 m.p.h., 3,032 h.p.; 
and at 74-5 m.p.h., 2,924 h.p. The corresponding rates 
of coal consumption were respectively 1-94 lb. and 1:96 lb. 
per h.p./hr. at the wheel runs. It would have required 
the equivalent of nearly two 1909 Pacifics to produce 
the foregoing power output. 

At the end of 1936 there were 61 231-G engines in ser- 
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vice, and 24 more, together with a few of Series 231-H, 
will be similarly converted in the current year. Some time 
will elapse, of course, before the whole of the Pacific 
stock has been modified, the figures just quoted account- 
ing for about one-fifth of the total. Beginning this year 
modifications similar to those carried out with the latest 
Pacifics are also to be applied to some 230°B (4-6-0) 
engines, the predecessors of the 4-6-2’s. In addition, the 
present year will see the appearance on the P.L.M. of 
the Bugatti streamlined steam train, and the Schneider 
turbine engine, both of which have individual axle drive, 
with no coupling rods; some 4,000-h.p. diesel-electric 
engines will also be introduced, and one _ oil-fired 
230°B engine with a Velox boiler for extra-rapid steam 
raising. 








NEW LIGHTWEIGHT PASSENGER STOCK, 
FRENCH STATE RAILWAYS 


HE French State Railways have recently placed in 
service a new type of lightweight all metal main 
line coach, which, while having the same seating 

accommodation and conditions of comfort and safety as the 
earlier steel stock, shows in comparison the remarkable 
saving of about 25 per cent. in weight. The new coaches 














weigh 35 tons as compared with the former 46 tons. As 
can be seen from the diagrams, the tubular type of con- 
struction has been adopted, the chassis, body and roof 
being integral and forming a rigid unit of great strength. 
The method of assembly is indicated in the accompanying 
sketches (taken from L’Etat Notre Reseau). The two 
lower sections (or quarters) of the 
shell of the coach were placed on 
their keels and riveted together (1). 
The complete chassis (2), the mem- 
bers of which had been are welded 
together, was then placed within 
this semi-circular trough and the 
two spot and arc welded together 
(3). The floor-plates, compart- 
ment and corridor partitions and 
the anti-collision framework at 
each end were then placed in posi- 
tion and welded (4). These were 
then capped by the upper shell 
(6) which had _ been previously 
assembled (5). 


























Constructional details and method of assembly of new French State Railways lightweight steel coach 
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THE DEMOLITION OF PENYRHEOL VIADUCT, G.W.R. 


An interesting portion of the work of dismantling the Penrhos 


junction to Barry junction section of the old Barry Railway 


Under the unified control of the Great Western Railway, between Penrhos lower junction and Barry junction «re 


a portion of the Rhymney branch of the Barry line for being removed. At the present time Penyrheol viaduc 
a distance of 23 miles was found redundant, and has been _ is being demolished and the steelwork sold as scrap, 


= + 


abandoned under the powers of the G.W.R. Act of which, of course, there is now a heavy demand. 


August 4, 1926. Now the permanent way and bridges An account of the demolition of Penyrheol viaduct c 


#, 





Penyrheol viaduct, G.W.R., in course of demolition. The upper picture shows one of 
the main girders jon; the ground and the other still in position. In the lower picture 
the camera has caught the second girder in its fall to the valley some 50 ft. below 
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for a_ brief histor 
reference to the Rhym- 
ney branch of the for 
Barry railway, of wh 
it formed a part. 1 
Rhymney valley  coal- 
field was being explor 
and developed at th 
time the Barry Dock 
was opened, and thus 
the construction of the 
Rhymney branch of the 
Barry Railway was for- 
mulated with the object 
of getting coal down to 
the Barry railway sys- 
tem and docks via a 
route which would b« 
shorter, give speedier 
working, and a _ lowe1 
rate than then in opera- 
tion. It was also de- 
signed to give improved 
facilities for import traffic 
trom Barry docks by 
gaining access to the 
then L.N.W.R. 

The Rhymney branch 
(authorised by Act of 
August 7, 1896) was 
opened for traffic on 
August 1, 1901. The 
line is 6? miles in length, 
and __ proceeds from 
Tynycaeau junction on 
the Barry line, near St. 
Fagans junction, crossing 
the valley at Walnut 
Tree by means of a huge 
viaduct. The line runs 
parallel with the Walnut 
free branch of _ the 
Rhymney Railway on to 
Penrhos junction, a 
point near the entrance 
to the Aber valley. An 
extension crossing the 
Rhymney valley to reach 
a point (Barry junction) 
on the Brecon & Merthyr 
Railway just above Bed- 
was was subsequently 
authorised (by Act of 
July 25, 1898) and was 
opened on January 2, 
1905. This is the sec- 
tion that is now being 
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demolished. The accom- 
panying sketch map 
vs the line authorised 


Position of the section 


of the former Barry 


, - Railway, including 

for removal, and the ex- : : 

tent to which the work Pemyrheol — viaduct, «,,,. 
been carried out. which is being de- : 


he main girders of molished 
Penyrheol 
101 ft. long, 11 ft. 


$ 
# 


1. deep, and weigh € 


e 


e 35 tons each. They 
thus far too unwieldy 
to lift and load into 
wagons direct, and for 
{ reason, after the 
decking has been re- \9 
: \ 

moved, the girders are 

pushed off the tops of 

the piers, to fall into 
the valley below, a distance of some 50 ft. The girders 
are then cut by oxy-acetylene plant into convenient sizes 
and the material loaded into wagons by a crane standing 
on the remaining portion of the bridge on the adjoining 
line. Jacks are used on the pier tops to give the girders 
an outward tilt, and a winch on the ground attached by 
a wire rope to the centre of the top boom gives a sufficient 
pull to make them overbalance. No difficulty has been 


a 
viaduct 
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Line authorised for removal shewn thus ~>—d—O—— 
Portion already removed Dp? 
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Penrhos Junction 
oe '? % »" to Barty 


_ ~ 


7 fo Tatts Well 


experienced with any of the girders and the felling of two, 
including the transference of the jacks and tackle, can 
easily be accomplished within three-quarters of an hour. 
The accompanying illustrations, for which we are indebted 
to the G.W.R. Magazine, show these girders before, 
during, and after the fall, and it is interesting to note 
that they turn a complete somersault so that the bottom 
flange finishes furthest away from the piers. 
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Dampfiticfe! um ble Truppen, im Fall einer Re 
solution, fuel! von rinem ‘Dunfte yum enbern 
bemegen yu foamen, 


Above: Mining railway of 
1556, from ** De Re Metallica ” 
Below: A cartoon of the 
military value of railways 


** Schwerin * 


Top: Linz-Budweis horse railway about 1832 
Middle : Biedermeier lady’s handbag 


Bottom : Backing carriages on to the train-ferry 





Top : Explosion of the locomotive ‘‘ Windsbraut ” 
in 1846 

Middle : Early open second class carriage 

Bottom : Modern door-to-door transit by container 


RAILWAY SCENES ON BEER CARDS (see editorial note on page 978) 
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TRACK DEPRESSION AND RAIL STRESSES 


Professor Dr.-Ing Alexandre Wasiutynski (Warsaw) presents and analyses 
experimental results obtained by means of improved photographic recording 


HE theory of the elastic deformation and stress of 
permanent way under the action of static vertical 
forces is developed in the works of Winkler, 

Schwedler, Zimmermann, Cholodecki, Skibinski, 
Karasinski, Huber, and others; and the theoretical solution 
of the corresponding but much more difficult case of 
dynamic vertical forces has formed the object of studies 
by Pétrof, Flamache, Saller, and Timoshenko. All, how- 
ever, who have investigated this subject have complained 
of the lack of experimental data by which to confirm 
the validity of theoretical treatments and conclusions. As 
regards the deformation and stress caused by transverse 
and longitudinal forces and by torsion, the absence of 
theoretical treatment and observed data are felt still more 
keenly, but it has generaily been assuined that the effects 
of the vertical forces predominate, and that the others 
may be neglected. The prevailing uncertainty and divcr- 
gence of opinion concerning the conditions in permanent 
way under trains in movement found expression in a 
resolution adopted by the International Railway Congress 
at Cairo in 1933 to the effect that the experimental investi- 
gation of track conditions was urgently required as a 
practicai contribution te the study and promotion of 
safety at high speeds. 

The need for observed data regarding the resistance and 
stability of track under trains hauled by different types 
of locomotives at different speeds was felt by the Polish 
State Railways in connection with the construction of new 
types of express locomotives for heavy passenger service. 
In order to remedy this deficiency, Professor Dr.-Ing. 
Alexandre Wasiutynski undertook, with the support of 
the Technical Council of the Polish Ministry of Transport, 
an elaborate series of observations, the results of which 
were presented to the Warsaw Academy of Technical 
Science some months ago and are now issued as a separate 
publication.* The scope of these researches is wider than 
any hitherto attempted, and the report dealing with them 
is of great interest and value, not only as regards the 
detailed record of the results obtained in this particular 
series of measurements, but also as regards the apparatus 
used and the technique developed. The author’s notes 
on this aspect of the subject should be invaluable to others 
contemplating or engaged in a line of research which must 
receive more attention in these days of increasing speeds 
and weights of locomotives and trains. 


Apparatus Used 


The basic requirement is a means of recording accu- 
rately, without lag or distortion, the small and quickly 
varying movements of track which occur under a rapidly 
moving load; these measurements must be made, more- 
over, from a datum line unaffected by vibration. The 
photographic method, used by the author for permanent 
way observations on the Warsaw-Vienna Railway in 1897 
and 1898,¢ has the inestimable advantage of excluding 
9 Récherches Expévimentales sur les Déformations Elastiques et le 
Tvavail de la Superstrusture des Chemins de Fey (Experimental In- 
vestigations of Elastic Deformation and Stress in}Permanent Way). 
Professor Dr.-Ing. Alexandre Wasiutynski. Reprint from the 
Journal of the Warsaw Academy of Technical Science, Vol. IV 
(1937). Paris: Dunod. 12 in. x 9in. 136 pp.; 77 ff. 

+ Bulletin dela Commission Internationale du Congrés des Chemins 
de Fey 1893, p. 1437 and 1900, p. 2667 


errors due to inertia and backlash in recording mechanism 

. fact which more than compensates for the necessity vo! 
erecting the apparatus on a foundation insulated fron 
eround vibrations and limiting the observations to a sma 

length of line. A photographic recording station was ther« 

fore built alongside a straight and almost level section 0! 
track at a convenient point between Warsaw an 
Pruszkow. A 60-ton slab of reinforced concrete about 
53 ft. x 7ft. x 23 ft. thick, carried by wooden piles 
driven 16} ft. into the ground at the bottom of 16} ft 
holes, supports I-beams acting as slides for the photo 
graphic apparatus. Each of the special cameras consists 
of a brass tube about 4 ft. 6 in. x 4 in. diameter, fitted 
with the necessary lenses and prisms, and with a detach 
able film box. The objective is only about 11 ft. away 
from the rail observed, and the optical system throws an 
image four times the size of the object. Provision is made 
for wide variation in the speed of film travel, and a 
50-cycle sine wave is photographed simultaneously for time 
calibration. The ‘‘ spot’’ photographed is the light 
reflected from a 1-mm. steel ball when it is illuminated by 
an electric arc. Various types of mountings have been 
devised for the balls, for attachment to rail head, centre 
or edge of flange, sleeper and so on, and the optica! 
systems of the cameras permit vertical and horizontal 
movements to be recorded simultaneously on the same 
film. The account given by Professor Wasiutynski is an 
impressive indication of the precautions necessary to obtain 
reliable results, and apart from the specific demonstration 
of the smallness of the possible errors due to various Causes, 
there is ample internal evidence of the consistency and 
value of the data presented. 


Results Obtained 

The greater part of the report is devoted to concise 
analytical treatments of the conditions of loading, stress 
and deflection, and to complete presentations of relevant 
experimental data. The permanent way concerned con- 
sists of flat-bottom rails weighing 42°5 kg. per metre 
(85:7 lb. per yd.), laid on wooden sleepers on 35 cm. 
(13? in.) of broken stone ballast over a natural sandy 
formation. Photographic records are reproduced of move- 
ments under various types of locomotives—including a 
4-6-0 locomotive weighing 79 tons in running order, with 
a 53-ton tender; 2-8-2 locomotive of 103 tons, with 67-ton 
tender and 4-8-2 locomotive of 113 tons, with 67-ton tender 
—at speeds up to 110 km. (68-4 miles) an hour. A full 
record is given of the observations on road elasticity as 
determined by: (1) The resistance of the sleepers to depres- 
sion (pressure of }ower face on ballast divided by depres- 
sion, averages 3°5 to 3 kg. per cu. cm., 126-108 Ib. per 
cu. in., allowing for compression of the sleepers); (2) the 
coefficient of support of the rail (load divided by sum 
of the depressions of the sleepers, averages 10 to 8-7 
metric tons per cm. 25-21°75 tons per inch), this co- 
efficient varying about 30 per cent. according to the degree 
of packing of the ballast, but being unaffected by speeds 
up to 66°5 m.p.h.; (3) the characteristics of the formation. 
Comparisons with the results of tests made with a hydraulic 
press on an isolated sleeper indicate that the coefficient 
of resistance to depression is about twice that correspond- 
ing to the simultaneous depression of a number of sleepers 
under a moving train. The reason for this is demonstrated 
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theoretical analysis; the practical significance of the 
is that hydraulic press or similar tests on a single 
per cannot be applied to calculations of rail deforma- 
nd stress in service. 
ym the measurements of the vertical depression of the 
it is concluded that the average depression under 
driving wheels is generally from 7 to 14 per cent. 
r at speeds from 80 to 110 km. (49-7 to 68-4 miles) 
jour than at lower speeds, and the maximum depres- 
1 under the driving wheels is generally not more than 
per cent. greater at speed than when the locomotive 
stationary. An analysis of the range of variation of 
depression of the rail from*the»mean deflection shows 
e influences of differences in the design and maintenance 
he locomotives concerned. Subject to correct interpre- 
ion of the diagrams, the simultaneous photographic re- 
rding of the vertical depression of the rails and the 
izontal elongation of their fibres at various points in 
e cross section, leads to interesting comparisons between 
the stresses at various speeds. The rail tensions under a 
articular wheel are often greater at low than at high 
peeds, and the diagrams show the importance of lateral 
ind torsional forces. The rail tension under a given wheel 
aries over a wider range than the vertical movement. 
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In the case of the 4-8-2 locomotive, the tension under 
the second pair of wheels of the leading bogie at 8:8 km. 
(5°5 miles) an hour was 259 per cent. of its value under 
static ioad» On the other hand, the rail tensions under 
driving wheeis at speeds about 108 km. (67-1 miles) an 
hour varied from about 65 to 190 per cent. of the value 
under standing load. 

The axial forces exerted on the rails, corresponding to 
the tangential forces at the rims of the driving wheels, 
produce axial oscillations of the rails and their supports, 
the frequency of these oscillations corresponding to the 
periodicity of the .variations of pressure in the cylinder 
on the same side of the locomotive. The tension produced 
in the rails by this action does not exceed 10 kg. per sq.cm. 
per metric ton (144 lb. per sq. in. per ton) of axial 
force, and can usuaily ‘be neglected. The whole of the 
investigations so far completed relates to running on 
straight, level track. The observed variations «in wheel 
pressures and the importance of factors not directly asso- 
ciated with vertical deflection of the rails are two of the 
aspects of special interest, but the report must of course 
be studied as a whole. The information presented forms 
an invaluable foundation to further investigation of a 
subject which is bound to be of increasing importance. 








GRINDING LOCOMOTIVE CRANK-PINS 


One of the new machines recently installed at Crewe works, L.M.S.R. 


HE machine we illustrate* is used at the Crewe 
works of the L.M.S.R. for grinding locomotive 
crank-pins. It is one of several new machines of 

various kinds recently installed in the works, and is a 
Churchill 14 in. by 36 in. hydraulic plain grinder of 
standard design with variable speed motor-driven work- 
head, hydraulic  tabie 
traverse, and fitted with 
the maker’s Hydrauto 
grinding spindle adjust- 
ment. A feature of this 
machine is the maker’s 
Sizex type sizing gauge, 
the dial of which is 
graduated to 0°00025 in. 

With this gauge the 
principle employed is 
that of calipering the 
diameter, the face of the 
grinding wheel forming 
one side of the caliper, 
whilst the other side is 1 
movable arm transmit- 
ting its movement to the 
dial gauge. <A_ jewel 
forms the contact point 
of the arm, which is 
held in contact with the 
work by a light spring 
pressure. A _ tension 
spring is used, and 
placed so that when the 
arm is raised it is held in 
that position and is not 


’ 
a A ‘ A 
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* By courtesy of Mr. W. A. > Mae a ea 


Stanier, Chief Mechanical 
Engineer, L.M.S.R. 





in the way when removing or inserting work. The gauge 
can be quickly set for various sizes of work by adjustment 
to the carrying slide. Owing to the very recent in- 
stallation of this machine it is not, at the moment, pos- 
sible to give any information relating to production times, 
although these, we understand, are entirely satisfactory. 


ead 


} 
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Churchill plain grinder at work on locomotive crank-pins in Crewe works 
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A typical example of modern British bridge work. Appleford Bridge, near Oxford, Great Western Railway. Steel- 
work by the Butterley Co. Ltd. 
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RAILWAY NEWS SECTION 


PERSONAL 


The Lord Chancellor has nominated 
Mr. Justice Finlay to be ex-officio Com- 
missioner for England under the Rail- 
way and Canal Traffic Act, 1888. 


Senor Augusto Krause Arnim, Sub- 
Manager of the Argentine State Rail- 
ways, has resigned from that 
position. 

Mr. Fairlie C. Pearson, Assist- 
ant General Manager, Central 
Uruguay Railway, sailed for 
England on leave on April 10. 





Wilson, O.B.E., 
General Manager, Entre Rios 
& N.E. Argentine Railways, 
and M. Maurice Toupet, Act- 
ing Director (Directeur Inter- 
médaire) of the Province of 
Santa Fé (French) Railway, have 
been recognised by Government 
Decree as Legal Representatives 
of their respective railways. 


Mr. John 


INDIAN RAILWAY STAFF CHANGES 

M: BB. M.. Stam, 1S... 
assumed office as Financial 
Commissioner of Railways from 
April 9, 1937, vice Sir Ragha- 
vendra Rau. 

Mr. H. Lingard, Chief Engi- 
neer, M. & S.M.R., has been 
granted two years’ leave pre- 
paratory to retirement as from 
April 20, and Mr. C. H. C. 
Bowen, Deputy Chief Engineer, 
has been appointed to act in 
his place. 


We regret to record the death, 
in Paris, on April 9, of Dr. 
Ramon Videla, Local Director, 
Buenos Ayres & Pacific Rail- 
way, which has caused deep 
regret in Argentine railway 
circles, where he was well known anz:] 
highly esteemed. Born in Buenos Aires 
in 1876, he graduated in the Faculty of 
Law in the University of that city in 
1897. At the age of 23 he was 
appointed Criminal Judge and Presi- 
dent of the Provincial Legislature in 
Mendoza. In 1904 he became Legal 


Adviser to the Argentine Great 
Western Railway. and three years 


later, when the management of that 
line was taken over by the Pacific Rail- 
way, Dr. Videla was appointed one of 
the legal advisers of the latter com- 
pany. It was in June, 1934, that he 
was appointed a Local Director of the 
Buenos Ayres & Pacific Railway. A 
noted authority on railway law and 
economics, he was a member of the 
special committee appointed by the 
Argentine Government in 1934, to study 
and report on the financial situation of 
the foreign-owned railways in the 
country. 


Mr. J. H. McEwen, to whose appoint- 
ment as General Manager of the 
Nigerian Railway we referred in our 
issue of June 19, 1936, has had a varied 
career. He was born in Kimberley, 
South Africa, in 1886, and in due 
course entered the employ of the 
famous De Beers Diamond Mining 
Company. After a short period in the 





Mr. J. H. McEuen, 


General Manager, Nigerian Railway 


company’s Secretarial and Estate De- 
partments, Mr. McEwen transferred to 
the Civil Engineering Department and 
subsequently specialised on survey 
work. With the opening up to settle- 
ment of the then comparatively new 
country of British East Africa (now 
known as Kenya Colony), Mr. McEwen 
joined the Colonial service as a Land 
Surveyor in 1911 and remained in 
Government service until 1918, when he 
resigned in order to take up a partner- 
ship in the firm of Coverdale & 
Partners, practising as Civil Engineers, 
Licensed Surveyors, Estate Agents and 
Managers. Between 1919 and 1921 
Mr. McEwen represented that firm in 
London, and in the course of practice 
came into contact with many of the 
important London financial houses. 
On his return to Kenya Colony he 
practised for some years on his own 


account, and subsequently joined the 


staff of the Kenya and Uganda Rail- 


ways and Harbours as Estate Officer on 
the personal staff of the General 
Manager. Mr. McEwen’s tact, coupled 
with his organising and administrative 
ability, soon earned for him nomina- 
tion (by the Governor of the Colony) 
Government Member of the 


as. a 
Nairobi Town Council, and as a 


Member of the Advisory Council on 
Education. On his promotion 
in 1934 to the post of Principal 
Assistant to the General Man- 
ager of the Nigerian Railway 
he was appointed Chairman of 
a committee to inquire into the 
Revaluation of Capital Assets 
and Depreciation of Wasting 
Assets. He has during the past 
vear had a large share in the 
reconstruction of the Nigerian 
Railway financial position; as a 
result of which the railway has 
received certain relief from in- 
terest charges, thus being given 
some prospect of balancing its 
budget. Mr. McEwen is a keen 
student of economics, and his 
knowledge of finance combined 
with a wide experience of 
“men and things’’ are re- 
flected in his present appoint- 
ment. He is a Colonial Fellow 
of the Chartered Surveyors’ 
Institution, and a Member of 
the Institute of Transport. He 
was the recipient, last year, of 
the King’s Jubilee medal. 


Mr. H. D. Furley, who as 
announced in THE RaILway 
Gazette of April 9, has recently 
been granted leave prior to re- 
tirement from the position of 
Chief Operating Superintendent 
of the North Western Railway, 
India, was born in 1883, and in 
1906 was appointed as an 
Asssistant Locomotive Superin- 


tendent on the N.W.R., the 
line on which he has_ spent 
his whole 31 years’ service. He was 


promoted to be District Locomotive 
Officer in 1912, and at the inception of 
the divisional system in 1924 was one of 
the first officers selected provisionally 
as a Divisional Superintendent. In 
October, 1926, Mr. Furley' was 
appointed to officiate as Deputy Chief 
Operating Superintendent, but in the 
following year again became a 
Divisional Superintendent, and was 
confirmed in that grade in 1928. It 
was in April, 1934, that he was 
appointed to officiate as Chief Operating 
Superintendent of the whole system, 
the position in which he was subse- 
quently confirmed, and from which he 
now retires. 


Mr. Robert Scorgie, whose retirement 
after 18 years’ service as Stationmaster 
at Glasgow (Central), L.M.S.R. was re- 
corded in THE Rattway Gazette of 
April 30, was on April 30 presented 
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on behalf of his former colleagues with 
a gold watch, and a gold wristlet watch 
for Mrs. Scorgie. The presentation was 
made by Mr. William Crozier, formerly 
Operating Manager, Scotland, L.M.S.R. 


Mr. J. Hopwood, Chief Mechanical 
Engineer, Antofagasta (Chili) and 
Bolivia Railway (Bolivian Section), is 
it present on a visit to this country. 


It is with regret that we have to 
record the death on May 17 of Mr. 
W. N. Bancroft, formerly Secretary 


of the Midland Railway Company. Mr. 


Bancroft entered the Secretary’s Office 
of that railway in 1877, was appointed 
Assistant Secretary in 1904, and 
assumed the secretaryship in 1916, 


succeeding Mr. A L. Charles. He 
retired in 1922, on the absorption of 
the Midland Railway into the London 
Midland & Scottish group. In 1920 
Mr. Bancroft was elected a_  Vice- 
President of the Chartered Institute of 
Secretaries, subsequently becoming 
President. It is of interest at the 
present time to recall that on April 19, 
1923, Mr. Bancroft was received at 
Buckingham Palace by H.R.H. the 
Duke of York and Lady Elizabeth 
Bowes-Lyon, and presented to them 
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on behalf of the institute a gold pen 
fashioned in the form of a quill (the 
central device in the _ institute’s 
armorial bearings). 


Mr. J. H. McEwen, General Manager 


of the Nigerian Railway (an account 
of whose career appears on page 995 
this week), returned to Nigeria on 
May 19, after a visit to England on 
leave. 


INSTITUTION OF CIVIL ENGINEERS 

Associate Member transferred to full 
Member, May 4, 1937: 

Harischandra Krishnarao 
gaokar, Eastern Bengal 
Kanchrapara, Bengal, India. 


Kore- 
Railway, 


INSTITUTE OF TRANSPOR1 
following supplemental list of 
is announced :—- 


The 
elections 

Member 
Mosey, District 
Zealand 


Mr. P. H. 
(Dunedin), 
Railways. 

Associaie Members 

Messrs. M. A. Cameron, London & 
North Eastern Railway; and R. A. M. 
McLean, South African Railways and 
Harbours. 


Engineer 


New Government 
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We announce with regret that 
Henry Grote Lewin, B.A. (Cant 
died suddenly on Sunday, May | 
his home at Bexhill-on-Sea. Mr. |] 
joined the service of the North E 
Railway in 1898 in the General S 
intendent’s Office at York. He rv 
the position of Mineral Trains Su 
tendent at Gascoigne Wood, but r 
from the service in 1912 to tal 
private work. He maintained hi 
terest in railway operating mat 
however, and for the period of a 
from March 1, 1923, placed his ex 
ence at the disposal of the newly-fo: 
London & North Eastern Railwa 
the capacity of Assistant to the Ge1 
Superintendent (North Eastern A 
in charge of train operation. Mr. Lé 
devoted a considerable amount of 
leisure to railway historical rese; 
and his name will be familiar to 
of our readers as the author of ‘‘ E 
British Railways,’’ which was publis 
in 1925, and of ‘‘ The Railway Ma 
and its Aftermath,’’ which we review 
as recently as December 11 of last y« 
In an editorial note on page 977 
refer further to his work in this sphe 
Mr. Lewin a conscientious railw 


Was 


historian, and students will regret th 
loss to research sustained by his passin 
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Diners in all C.P.R. restaurant cars. hotels. restaurants. and ships received their menus between the covers reproduced above on Coronation 


Day. May 12. 
To ensure that the 


menu should be available on May 12 


C.P.R 
Varch 12 


wherever the 
despatched on 


Special Souvenir Coronation Menu used throughout the C.P.R. on May 12 


The colouring is blue and gold. and the front cover bears the Canadian coat of arms and a portrait of the King and Queen. 
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Coronation and Whitsun Traffic on the Railways 


‘‘ The record of records ’’ is the ex- 
ression that can aptly be applied to 
1e enormous quantities of passenger 
raffic conveyed by the railways during 
he first twenty days of May. A 
uccession of important events—the 
‘oronation, the Rugby League and 
v.A. Cup Finals, and the Whitsun 
holidays—all within a few days of one 
inother, made this the heaviest period 
n the history of British railways for 
pecial passenger traffic to and from 
london. The Cup Final traffic has 
ilready been commented upon, and the 
following notes cover some of the main 
eatures of the Coronation and Whitsun 
traffic. 


SOUTHERN RAILWAY 


On Coronation Day a 24-hour train 
service was in operation, starting from 
3.0 a.m. From then until 7.0 a.m., 
310 special trains arrived at the com- 
pany’s London terminal stations, and 
by 9.0 a.m. nearly 150,000 passengers 
had passed through the _ barriers. 
Eleven thousand = school children 
travelled up to town to see the pro- 
cession. To transport these the 
ordinary train services were supple- 
mented by eight specials. In addition 
there were the sailors, marines, and 
soldiers who lined the route and under- 
took other Coronation duties. Of the 
former, 3,000 came to London from 
Chatham, Portsmouth and Devonport 
in 7 special trains, and 20,000 troops 
were brought from Aldershot, Dover, 
Shorncliffe and elsewhere in 45 specials. 
They all returned during the few days 
immediately preceding Whitsun. 
Foreign delegations and visitors from 
abroad arrived day after day at 
Victoria and Waterloo. In all 51 
parties were carried, necessitating 17 
special trains. Over 50 special boat ex- 
presses brought Coronation passengers 
from 28 ocean liners between May 1 
and 10. For the final rehearsal on 
Sunday, May 9, 70 special trains were 
run between the hours of 5.0 and 7.0 
a.m., bringing 40,000 passengers. 
During this day over 89,000 tickets 
were collected at Victoria, with 40,000 
at Charing Cross. The rush continued 
during the following week-end and the 
ensuing week. Whitsun holiday 
arrangements provided for 150 extra 
expresses to the coast from Southern 
Railway London termini, while the 
Naval Review at Spithead on May 20 
saw 74 special trains running from 
Waterloo and Victoria to Portsmouth 
and Southampton, carrying over 35,000 
passengers. The fact that this trans- 
portation feat went off without a hitch 
constitutes a high tribute to the 
efficiency of the organisation of the 
Traffic Manager, Mr. E. J. Missenden, 
and his staff. 


Distinguished Foreign Travellers 

Probably never before had Victoria 
station seen the arrival and departure 
of so many foreign notabilities and 


representatives of other powers in such 
“ comparatively short time. From the 
end of April onwards the royal wait- 
ing room was in almost constant use. 
Those who used the Southern’s West 
End terminus during this period in- 
cluded the Sultan of Zanzibar, the 
Amir of Trans-Jordan, the King of 
Egypt, the Maharaja Saheb of Chota- 
Udipur, Princess Chennajammani, the 
Maharajah of Marawah, the Maharajah 
of Rajpipla, the Maharajah of Bikanir, 
the Maharajah of Dharbanga, the 
Rajah Sahib of Jamkhandi, the Rhanee 
Sahib Kharaqkung Bahadur, the 
Ruling Chief of Khairagarh, the Rajah 
Bahadur Singh, Rael Rajah Napat 
Singh, the Thakur of Sarothia, and the 
Sultan of Trengann. There were as 
well delegations from China, Czecho- 


slovakia, the Yemen, Afghanistan, 
Saudi-Arabia, Guatemala, Bolivia, 
France, Bulgaria, Nepal, Poland, 
Germany, the Holy See, Austria, 
Estonia, Belgium, Roumania, Jugo- 
slavia, Turkey, Monaco, Albania, 


Argentina, 
Lithuania, 
Russia. 

Waterloo station, too, was active in 
connection with notable Coronation 
guests and overseas contingents. Those 
arriving at or departing from this 
terminus included the Prime Ministers 
of Canada, South Africa, and New 
Zealand, Prince and Princess Chichibu 
of Japan, the Paramount Chief Yeta 
III of Barotseland, and the military 
contingents from South Africa and New 
Zealand. 


The Lure of the Fleet 


Outstanding among the many attrac- 
tive Southern Railway arrangements for 
the Whitsun holidays were the excur- 
sions to see the Fleet assembled at Spit 
head for the Naval Review. There 
were 16 special trains, including 4 from 
L.M.S.R. stations. During Coronation 
Week a number of warships and liners 
was assembled in the Thames, between 
Tower Bridge and Sheerness. To view 
these the Southern Railway ran com- 
bined rail and steamer excursions from 
London and surrounding stations to 
Gravesend. Passengers were thus able 
to see the ships at close quarters during 
enjoyable little cruises which lasted 
from five to six hours. 


Greece, Hungary, Iran, 
Luxembourg, and Soviet 


The Naval Review 


Most of the 74 specials for the Naval 
Review left Waterloo and _ Victoria 
stations on May 20, and were timed to 
arrive before mid-day. Some, however, 
ran on the previous day with spectators 
who witnessed the Review from the 
iarger vessels which had special posi- 
tions in the Reserved Anchorage. In 
all, over 35,000 passengers were con- 
veyed. An electric train composed of 
new stock was run between Victoria 
and Portsmouth, and was the first 
electric train to carry passengers from 
London to Portsmouth. T.M. The 
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King: and Queen travelled from 
Victoria by train on May 19. The 
train stopped at Cosham; and from 
this station—which was gaily decor- 
ated—their Majesties drove through 
beflagged streets to Portsmouth Har- 


bour. Seventy ships, including some 
of the largest liners afloat, were 
in use as ‘“‘ grandstands.’’ The 


Southern Railway supplied 21 from 
its fleet of cross-Channel and paddle 
steamers. These vessels were the St. 
Briac, Paris, Brighton, Isle of Jersey, 
Isle of Guernsey, Isle of Sark, Maid of 
Orleans, Dinard, Brittany, Canterbury, 
Normannia, Southsea, Sandown, Shank- 
lin, Merstone, Portsdown, Whipping- 
ham, Duchess of Norfolk, Freshwater, 
Hilsea, Alvesford. 

Between 10.0 p.m. and midnight the 
fleet was illuminated. These mighty 
warships lit up from stem to stern 
provided an unforgettable sight, trans- 
forming the waters between the main- 
land and the Isle of Wight into a veri- 
table sea of twinkling lights. 


GREAT WESTERN RAILWAY 

A 24-hour service beginning at 1.0 
a.m. was run on Coronation Day, and 
between 12.30 a.m. and 6.30 a.m. 25 
special trains arrived at Paddington. 
Special provision was made for 4,000 
officers and men of the naval and 
military services travelling to London 
for Coronation duties from various 
points on the system. Between May 8 
and 22, 150 excursion trains will have 
run to London. A very heavy Whit- 
sun holiday traffic was dealt with 
throughout the system. The holiday 
afforded a welcome week-end for many 
connected with the Coronation and the 
‘ season ’’ to follow, as well as overseas 
visitors for whom special Coronation 
tours to Windsor, Shakespeare Country, 
Oxford, Bath, Gloucester, Worcester, 
and other historic places were arranged. 
At Paddington a big two-way traffic 
was handled; as almost as many pas- 
sengers arrived to see the Coronation 
decorations and floodlighting in London 
as left for the sea and country. Dupli- 
cation of main line trains started on 
Friday, May 14, and included the 12.0 
noon Torbay and 3.30 p.m. ‘‘ Honey- 
moon Expresses. On Saturday the 
Cornish Riviera Express ran as four 
separate full-length trains. On these 
two days 125 long-distance expresses 
left Paddington alone for the West 
Country, including the 9.0 a.m. and 
11.0 a.m. expresses which are being in- 
troduced as a regular Saturday feature 
for earlier holiday-makers in Devon 
and Cornwall. The Midlands and 
Wales were equally well-served, and 
expresses were run in many parts. 

Day and half-day excursion trains 
alone covered over 80,000 miles on 
Whitsun-day and Monday, and 
thousands of South Wales children 
were carried by special trains to Porth- 
cawl and Barry. Unusual trips for 
Londoners included a ‘‘ Dawn _ to 
Dark ’’ excursion to South Devon and 
Cornish resorts, giving over 12 hours 
at Penzance. Another was the even- 
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ing ‘‘ Mystery Trip’’ by. streamlined 
railcar from Worcester. This afforded 
four to five hours’ travel over a secret 
route at the bargain fare of 2s. 6d. 

On Whitsun Monday over fifty day 
and half-day trips to seaside and inland 
resorts were scheduled, and cheap 
bookings were given for ramblers to the 
Chiltern country and to the Thames 
Valley stations for the opening of the 
river season Included in the Whitsun 
period special trains were run for pas- 
sengers travelling to Southampton to 
see the vessels at Spithead. 


LONDON & NORTH EASTERN 
On the first stroke of midnight on 


Coronation Eve the intensive suburban 
service to London termini began to 


run From 12.30 a.m. to 7.0 a.m. 
180 local trains arrived at Marylebone, 
King’s Cross, and Liverpool Street 
stations The relief afforded by the 


running of dozens of long-distance ex- 
cursions into Marylebone from the 
North-East Coast and the East and 
West Ridings of Yorkshire, saved 
King’s Cross from being-taxed beyond 
its capacity in the exceptional cir- 
cumstances Indeed, it seemed that 
almost the entire population of York- 
shire, Durham, and Northumberland 
must have arrived in London! Book- 
ings from the Midlands, Manchester, 
ind East Anglia were particularly 
heavy From the Royal Estates of 
Balmoral and Sandringham 132 em- 
ployees were brought to London. 
Special troop trains were run from 
Aberdeen and Gorgie. 

On Whitsun Monday it seemed at one 
time that the stock of passenger 
vehicles available would not be ade- 
suate to convey the enormous crowds 


leaving Lendon Not only were the 
principal ordinary services from King’s 
Cross Marylebone, and _ Liverpool 


Street run in duplicate and even tripli- 
ite, but some of the returning excur- 
sions trains were in three or four parts. 
Traffic arriving in London was also ex- 
tremely heavy. That the transporta- 
tion of such quantities of passengers 
was effected in an efficient manner, and 
the minimum amount of inconvenience 
to the travellers, redounds greatly to 
the credit of all concerned. 


LONDON MIDLAND & SCOTTISH 

Approximately 50 long-distance 
specials arrived at Euston and St. 
Pancras from all parts of the Midlands, 
North of England, and Scotland on 
Coronation Eve and in the early heurs 
of Wednesday morning. The arrivals 
at St. Paneras included trains from 
Stirling and Inverness. All-night local 
train services were run between Wat- 
ford, Queen’s Park (for Bakerloo tube), 
Camden Town, and Broad Street, and 
between Upminster, Bromley and 
London in conjunction with the 
L.P.T.B.; 4,000 officers and men of the 
Army, Navy, and Air Force were 
brought to London on the Sunday and 
Monday prior to the Coronation, some 
from Inverness and Fort George, whiie 
others came from Glasgow, Gourock, 
Laneaster, Liverpool, and Heysham 
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(from Belfast). Two special trains ran 
from Henlow (Bedfordshire) and 
Southend to Kensington (Addison toad 
station) carrying officers and men of 
the R.A.F. and the Royal Navy re- 
spectively. 

On Sunday, May 9, 24 long-distance 
excursions ran to London, 11 specials 
were run on the day after the cere- 
mony, 55 on the Saturday and Sunday 
of Whitsun week-end, and 40 on Whit- 
sun Monday. For some time past such 
trains as The Royal Scot, Mancunian 
and the Merseyside Express have 
been run in three sections daily. 
Euston station celebrates in July the 
centenary of its opening, and the trafiic 
with which it has dealt during the 
month of Coronation has been ersily 
the heaviest in its hundred years’ exis- 
tence, the normal 60,000 passengers a 
day having increased on several cays 
to over 100,000. 


LONDON UNDERGROUND 


Most remarkable evidence of the 
capacity of the London Underground 
railways is given by the number of 
passengers carried during Coronation 
week—twenty million. Nothing ap- 
proaching this figure has ever been 
achieved before. Four stations dealt 
with a million travellers and more; 
these were : Piccadilly Circus 
(1,250,000); Charing Cross (1,190,000); 
Oxford Circus (1,063,000); and Victoria 
(1,000,000); while Leicester Square 
(947,000) and Tottenham Court Road 
(914,000) came very close to the mark. 
All night trains were run on Coronation 
Eve, and in 46 hours 5,669,000 
passengers were carried, during which 
period 6,530 trains passed through 
Charing Cross station. 

Plans were laid for the continuous 
service 12 months ago. All-night trains 
had not been provided since the 
Diamond Jubilee of Queen Victoria, 
when short sections of steam driven 
railway were kept running. Then the 
number of passengers was very dis- 
appointing. But the _ habits _ of 
Londoners have _ changed. Heavy 
traffic to Central London began at 
7 o'clock on Tuesday night, May 11, 
and continued until 11.30 at night. 
Many people stayed in town, but many 
went home, deterred by the thick mist 
or having failed to find satisfactory 
vantage points. Heavy traffic began 
again at 4.0 a.m. and continued until 
8.0 a.m. It was particularly dense 
from 4.30 to 6.0 a.m., and the peak 
was attained at 5.25 a.m. 

The feature of the traffic was the 
smooth, easy flow, achieved because 
travel was spread over some hours in- 
stead of being highly concentrated. 
There was less crowding than on any 
other important occasion. Pre- 
viously, when the Underground service 
began at 5.0 a.m., the first trains were 
overwhelmed. By running all night it 
was possible to have the service built 
up ready for the peak period whenever 
it might occur. At the Silver Jubilee 
and the funeral of George V, inter- 
change facilities had to be closed at 
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Leicester Square, Earls Court, Bak: 
Street, Oxford Circus, and Holbor: 
On Coronation Day it was necessary { 
close only one interchange station- 
Leicester Square—and then for onl 
8 minutes. 

Special arrangements included a new 
subway at Tottenham Court Roa 
station and a complete system of tel 
phones between the lower platform 
and the upper halls at importan 
stations so that the flow of traffic wa 
regulated according to the capacity ot! 
the trains. Thus overcrowding o! 
platforms was avoided. Fifteen mei 
with portable ticket machines wer 
stationed at key stations. They acted 
as guides as well as ticket sellers 
Passengers were told how to travel to 
their destinations, and were given 
tickets simultaneously. A temporary 
inquiry bureau at Piccadilly was 
manned by a retired employee of the 
Underground who possesses an un- 
surpassed knowledge of London. The 
700 temporary porters also worked 
hard. Altogether the normal railway 
operating staff of 6,000 was increased 
by 1,300. The management says that 
the real secret of the success on May 12 
was the happy relation between the 
crowds and the staff. This was speci 
ally noteworthy at St. James Park 
station. Here were long queues until 
5.30 p.m. At 3.30 p.m. nearly 5,000 
people were waiting in orderly forma- 
tion. Even when heavy rain fell, and 
plumes, uniforms, and court dresses 
suffered, there were no expressions of 
impatience. The people seemed to 
appreciate the fact that the staff was 
getting them home in the’ most 
comfortable, swiftest, and safest man 
ner in the circumstances. 








M. Raoul Dautry 
(From our Paris correspondent) 


M. Raoul Dautry, General Manager 
of the French State Railways, who has 
won a great reputation as one of the 
most capable organisers of the French 
administration, is shortly to retire, 
after 34 years of railway service. The 
news became known after a_ recent 
interview between M. Dautry and 
M. Bedouce, Minister of Public Works. 
M. Dautry’s resignation, although not 
officially announced, is expected to 
become effective towards the middle of 
June. M. Dautry’s decision, which was 
entirely voluntary, was received by the 
French Press with unanimous expres- 
sions of regret and appreciative recog- 
nition of the brilliant service he has 
rendered 








Forthcoming Meetings 


May 24 (.\Mon.).—Central Uruguay 
Railway Co. of Monte Video Ltd. 
(Extraordinary General), River Plate 
House, Finsbury Circus, E.C., at 
11.50 a.m 

May 28 (Fri.)—Belgian National Rail- 
ways Company (Ordinary General), 
Palais des Académies, Rue Ducale 1, 
Brussels, at 3 p.m. 
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French Train Service Accelerations 


Developments of considerable impor- 
tance, in which steam, electricity, and 
nternal combustion propulsion are all 
oncerned, characterise the train ser- 
vices to be introduced in France for 
the summer season on May 22. As 
regards high speed railcar services, the 
principle established in Germany of 
running high-speed trains from provin- 
ial cities into the capital in the morn- 
ing, giving ample time in the latter 
for the transaction of business, and 
returning the business man to his home 
town by or before midnight, is now 
being extended in France. Thus the 
existing 7.5 a.m. railcar service of the 
Est from Nancy will start from Stras- 
bourg at 6.20 a.m., and Nancy at 7.35 
a.m., reaching Paris at 10.40 a.m. 
312-2 and 219-0 miles in 4 hr. 20 min. 
ind 3 hr. 5 min. respectively, at 72-0 
and 71-0 m.p.h. average); in the reverse 
direction the existing 7.55 p.m. railcar 
from Paris will reach Nancy at 11 p.m. 
(10 min. earlier), and continue to 
Strasbourg, arriving at 12.15 midnight. 
[rain No. 29 (7.30 a.m. from Paris) 
will be replaced by a new railcar at 8 
a.m., which will call at Bar-le-Duc 
(there overtaking the 7.15 asm. express 
and giving a direct connection to Metz), 
and reaching Nancy at 11.16 a.m., an 
acceleration of 39 min. on the existing 
7.30 a.m. service. Equally important 
are the new Franco-Belge railcar units 
of the Nord, which are to run from 
both Brussels and Liége to Paris in 
the mornings—at 9.20 a.m. from the 
former and 8.40 a.m. from the latter, 
arriving at 12.20 and 12.25 p.m.—and 
returning in the evenings at 8.10 p.m. 
to Liége and 8.15 p.m. to Brussels, 
taking 3 hr. 50 min. and 3 hr. respec- 
tively. Stops are made in each direc- 
tion at St. Quentin and Aulnoye in 
France, and Mons and Charleroi respec- 
tively in Belgium. The Brussels ser- 
vice replaces two existing steam- 
hauled rapides, and its 3-hr. timing in- 
volves an overall average of 64-4 
m.p.h., stops included. All four’ runs 
over the 95-1 miles between Paris and 
St. Quentin are made in 80 min., at 
71:3. m.p.h.  start-to-stop. A new 
P.L.M. railcar service will cover the 
103 miles between Lyons (Brotteaux) 
and Geneva in 2} hr. each way—an 
improvement of 40 min. on the best 
existing times. 

As regards steam, the principal deve- 
lopment is that the streamlined high- 
speed trains of the P.L.M. are to pro- 
vide a daily service between Paris and 
Marseilles, leaving Paris at 12 noon, 
calling for passenger purposes only at 
Dijon, Lyons, and Avignon, and reach- 
ing Marseilles at 9 p.m.; in the reverse 
direction departure will be from 
Marseilles at 9.55 a.m., and arrival in 
Paris at 7 p.m. The 9 hr. of the down 
journey involves an overall average 
of 59-6 m.p.h.; the 195-1 miles from 
Paris to Dijon are scheduled in 192 
min., the 122-1 miles thence to Lyons 
in 119 min. (115 min. in the up direc- 


tion), the 142-8 miles on to Avignon in 
136 min., and the final 75-1 miles from 
there to Marseilles in 79 min. (73 min. 
going north). This is the fastest regu- 
lar service ever run by the P.L.M. be- 
tween Paris and Marseilles, and with 
the help of the existing Bugatti railcar 
services beyond Marseilles, it will be 
possible to reach Nice before midnight, 
i: 11 hr. 57 min. from Paris, and to 
return to Paris in 12 hr. 5 min. 

Of electrical developments the chief 
will be found on the Etat system, 
owing to the inauguration of electric 
working over the 131 miles between 
Paris and Le Mans. As mentioned in 
our May 7 issue, for the time being 
the fastest schedule over this distance 
is to be fixed at 135 min. (an accelera- 
tion of 11 min. on the best existing 
time}, and will be observed by two 
down vapides and one up, so that in 
the event of duplication of trains re- 
quiring the use of steam traction, until 
sufficient electric locomotives are avail- 
able, the times shall still be capable 
of observance. But the intention later 
is to reduce the quickest timings to as 
little as 2 hr. (65-5 m.p.h.). However, 
even from May 22, with the help of 
general reorganisation of the service, 
there will be four services daily (apart 
from night trains) from Paris to Brest, 
387 miles, in an average time of 7 hr. 
48 min., as compared with an average 
of 8 hr. 28 min. by only two day 
services at present; similarly four trains 
daily from Brest into Paris will take 
an average time of 7 hr. 52 min., as 
compared with three existing services 
averaging 8 hr. 26 min. Steam power 
or railcar services will be responsible 
for maintaining these times between Le 
Mans and Brest. Six rapides will run 
daily in each direction between Paris, 
Le Mans, and Rennes; and four express 
trains calling at principal stations in 
each direction will work between Paris 
and Le Mans. 
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On the Paris-Orleans-Midi, as already 
mentioned in the May 7 issue, a 
remarkable record is to be created 
by running the Barcelona Express non- 
stop from Paris (Austerlitz) to Limoges, 
a distance of 250-3 miles, to be covered 
in 4 hr. 8 min., at an average speed 
of 61:0 m.p.h., leaving Quai d’Orsay 
at 8.20 instead of 7.55 p.m., this ex- 
press, which will for the first time con- 
vey third class passengers, will reach 
Port Vendres and Port Bou at the same 
times as at present. By other services 
there will be some substantial accelera- 
tions; Train No. 72 from Toulouse, for 
example, will leave at 10.50 instead of 
9.20 p.m., and reach Paris only 20 min. 
later, at 8.43 instead of 8.23 a.m.—a 
gain of 70 min. The Pyrenees—Céte 
d’Argent sleeping car express is another 
train to admit third class passengers 
for the first time, and despite last 
year’s 15 min. acceleration, is again 
to be accelerated 15 min., leaving Paris 
(Quai d’Orsay) at 9.10 p.m., but still 
reaching Bordeaux at 4.20 a.m. It is 
to be relieved by a new express for the 
Pyrenees at 8.40 p.m., reaching Lourdes 
at 7.48 a.m., a gain of 41 min. on the 
present service. 

As regards other alterations of im- 
portance, on the P.L.M. the Rome 
Express will leave Paris at 7.35 insteacl 
of 10.20 p.m., and reach Modane at 
4.25 a.m., 3 hr. earlier; the 4.50 p.m. 
express from Paris, conveying also 
Kome coaches, will leave at 5.10 p.m., 
but reach Modane at 3 a.m. in winter 
and 3.15 a.m. in summer—total gains 
of 32 min. in winter and 40 min. in 
summer. 

Various radical improvements are 
made in some cross-country services, 
such as. those between Clermont 
Ferrand, Vichy, and Lyons, with con 
tinuations to Marseilles in the south 
and St. Gervais in the east; Geneva 
and Bordeaux; St. Malo and Bordeaux; 
Rennes and Bordeaux; and _ various 
others. The P.L.M., Etat, and P.-O. 
Midi are all concerned in these trans- 
versal improvements. 








STAFF AND LABOUR MATTERS 


The London Busmen’s Strike 


As was foreshadowed in these notes 
last week, a further delegate conference 
of the representatives of the London 
Central Area busmen was held in 
London last Friday, May 14. The 
conference met to consider a proposal 
of the executive committee of the 
Transport and General Workers’ Union 
that the men should return to work 
on the basis of the offer of the London 
Passenger Transport Board to investi- 
gate certain outstanding items—not, 
however, including the men’s demand 
for a 73-hour day. At the conclusion 
oi the conference, Mr. Bevin was re- 
ported to have stated that ‘‘ the con- 
ference received reports of the branch 
meetings held today to consider the 
document sent to the branches by the 
executive council. As expressed in 


membership of those voting at the 
garages, the figures are: to continue 
the strike, 17,459; to go back to work, 
1,776; majority, 15,688. The strike 
will therefore continue.’’ There have 
been no further developments in the 
situation during the last few days, and 
today (Friday) is the twenty-first day 
of the strike. 


Railway Clerks’ Association 
Annual Conference 

The annual general conference of the 
Railway Clerks’ Association will open 
this week-end at Swansea. Mr. W. 
Stott (who was elected at last year’s 
conference to the position of General 
Secretary) will present his first report, 
and one of the most important duties 
of the conference will be to elect a new 
President. 
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NOTES AND NEWS 


British Airways Bookings.— from 
May 14, the ban has been removed on 
the sale of tickets fer the services of 
British Airways Limited by travel 
agents dealing in railway bookings. 

New Halt in South Wales.—The 
L.M.S. and Great Western Railways 
announce that a new halt is to be 
opened for traffic on May 31 at Heol 
gerrig, between Cefn Coed and Merthyr. 
The new halt is within the borough of 
Merthyr. 

Nigerian Railway Improved Traf- 
fic.—For the first five weeks of the 
current financial year the gross station 
receipts (including road vehicles) 
amounted to £313,541, an increase of 
no less than £152,408 over the corre 
sponding period of last year. 

Park Royal Power Station Plant. 

The whole plant of the Park Royal 
power station, owned by the Great 
Western Railway, was bought recently 
by George Cohen, Sons, & Co. Ltd It 
includes ten Babcock & Wilcox boilers, 
five of which have already been acquired 
for immediate use by a South Wales 
steelworks ; seven electric generating 
sets, three of which are turbo-alternators 
of 1,500 kW. each: and a_ battery 
weighing 45 tons 

New Station at Bruges.—A new 
station, Bruges-St. André, has _ been 
opened on the Bruges cut-off line by 
which direct trains are enabled to avoid 
the severe speed restriction through 
Bruges Town station. \t the present 
time two international expresses stop 
at the new station and it is probable 
that several other trains and specials 


may use the new station also The 
distance between Bruges-St André 
and Ostend Quay is 21-2 km 13-2 


miles 
The Welsh Highland Railway. 
In their annual report, the directors of 
the Festiniog Railway Company state 
that they have decided not to run the 
Welsh Highland Railway this year, as 
they have found it difficult, owing to 
the comparative great length of the 
line, to run it to advantage Negotia 
tions are therefore in hand for the 
surrender of the lease Both these 
railways are of | ft. li} in. gauge, but 
whereas the Festiniog last vear com- 
pleted a century of service, the Welsh 
Highland as a through line is a post-war 
product 
Future of the Nitrate Railways. 

Mr. A. W. Bolden, Chairman of the 
Nitrate Railways Co. Ltd., stated at 
the annual general meeting on May 19 
that negotiations were still in progress 
with the Chilean Government regarding 
the working of the system. Efforts to 
renew the company’s First Concession 
had not been successful, and ownership 
of the track passed to the Government 
on July 27 last. Mr. Bolden did not 
promise any great profit from working 
the railway whatever agreement was 
reached, and said, in answer to a share- 


holder, that he would prefer to sell it 
lock, stock, and barrel. Even so, he 
did not know what sort of a price they 
would get, or whether in pesos or 
sterling. If in pesos, it might be a long 
time before they could realise them. 


Djibouti-Addis Ababa _ Services 
Improved.—The ordinary passenger 
service between these termini has now 
been accelerated from three to two days, 
with the introduction of new trains, and 
the weekly express does the journey in 
26 hours, according to a Reuters message 
from Rome. 


** The Coronation Scots,’’ 
L.M.S.R.—The new high-speed trains 
to be introduced in each direction 
between Euston and Glasgow on July 5, 
hauled by streamlined locomotives and 
performing the journey in 63 hours, 
will each be known as The Coronation 
Scot. This name has been selected 
because of the inauguration of the 
service in Coronation Year, while it 
also conforms with the standard nomen- 
clature (Royal Scot, Mid-day Scot, 
Night Scot) of the principal Euston- 
Glasgow trains. 


Light Railway and Transport 
League.—The formation is announced 
of a league with this title to cater for 
those interested in light railways 
a term implying any kind of tramway 
whether on the streets or on reserved 
tracks, and any railway other than 
standard railways. Among those now 
forming the executive of the league are : 
Mr. J. W. Fowler ; Mr. 5S. G. Jackman ; 
and Mr. G. N. Southerden, M.A., 
A.M.Inst.T. Any further information, 
or application forms, may be had from 
Mr. S. G. Jackman (who is the chief 
organiser), at present at la, St. Mar- 
garet's Avenue, South Harrow, Middle- 
sex, or Mr. J. W. Fowler, 245, Crickle 
wood Broadway, London, N.W.2. Mem- 
bership is open to all amateur and 
professional persons interested. 


Cheaper L.N.E.R. Fares to Ger- 
many and Switzerland.— The 
L.N.E.R. announces that, owing to the 
withdrawal by the German railways of 
the requirement that passengers taking 
advantage of the 60 per cent. reduction 
in rail fares granted to foreigners shall 
make a minimum stay in that country 
of seven days, the ordinary return 
fares to Germany will be substantially 
reduced as from to-morrow, May 15. 
rhe fact, too, that a passenger may enter 
Germany at one frontier and leave it by 
another means that passengers for 
Switzerland, Austria, &c. travelling 
through Germany will now be able to do 
so as cheaply as via French routes. As 
an example of the reductions, the present 
first class return to Berlin, £16 12s. 2d., 
will be reduced to £12 3s. 4d.; third 
class rail and second class steamer 
return to Dresden, at present £10 ILIs., 
will be £7 19s. 10d., whilst the second 
class return to Hamburg will be reduced 
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from £10 11s. 6d. to £8 6s. Typical re- 
ductions in the fares to Switzerland via 
the Hook of Holland or Flushing ar 
London to Bale, first class return, 
present £12 6s. 9d.,reduced to £9 13s. 3: 
London to Lucerne, second retur 
£9 12s. 1d., will be £7 15s. Id., and tl 
first single fare London to Interlaken 
reduced from {8 Is. to £6 9s. 3d. 


Season Tickets for Cars.—Ca 
parking facilities have now been mad: 
available at over 550 stations on the 
G.W.R. system for the convenience o! 
passengers. A nominal charge of Is. a 
day is made, but for the regular pas 
sengers, season tickets for cars at greatl\ 
reduced rates—which range from 2s. 6d 
weekly to £3 yearly—have been intro 
duced to cover the same period as their 
weekly, monthly, quarterly, or yearly 
seasons. The charge for motor cycles is 
half the car rates, 


Summer Train Services. lwo 
errors require correction in the articles 
on ‘‘ Continental Train Services,’” and 
‘“L.N.E.R. Timetable Changes '’ pub- 
lished on page 914, May 7. In the 
former, the original average speed ot 
the three non-stop trains between 
Brussels Midi and Ostend Quay should 
have been given as 63-8 m.p.h. (not 
68-3 m.p.h.) In the second article, 
the arrival at Edinburgh of the new 
Sunday 1.10 p.m. express from King's 
Cross was wrongly shown as 7.55 p.m., 
instead of 8.55 p.m. 


Durrington-on-Sea.—Due to de 
velopment in the locality between 
West Worthing and Goring—develop 
ment caused in large measure by the 
electrification of the Worthing-Ports 
mouth line soon to be put in hand—a 
new station is being erected and will 
be named Durrington-on-Sea. It will 
be opened, in all probability, on July 4 
next, and will comprise two platforms 
of about 450 ft. in length, and the 
main entrance and usual offices will 
be situated on the up side. 


Supplementary Reserve Camps, 
1937.—The dates for the camps at 
Longmoor of the various Railway Com- 
panies of the Supplementary Reserve 
during the coming summer will be as 
under : 


Unit Date in 
camp 
H.Q. and 157th (L.N.E. May 20 
Docks Coy., R.E. (S.R June 3 
H.Q. and 153rd (L.N.E. | 
Rly. Op. Coy., R.E lune 4 
(S.R.) 18 
150th (L.N.E.) Rly. Con. | | 
Coy., R.E. (S.R.) 
154th (G.W.) Rly. Op. ; 
Coy., R.E. (S.R.) | June 2 
15Ist (G.W.) Rly. Con. f =july 8 
Coy., R.E. (S.R.) 
155th (L.M.S.) Rly. W’shop Aug. 4-18 
Coy., R.E. (S.R.) 
152nd (G.W.) Rly. Con. | ° 
Coy., R.E. (S.R.) | Aug. 19 
Sept. 2 


H.Q. and 156th (S.) Stores | | 
Coy., R.E. (S.R.) 
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THE RAILWAY GAZETTE 


Proposed Railway Charge Increases 


\n Official Notice published in our 
April 30 intimated that on 
Monday, June 14, the Railway Rates 
rribunal will begin its annual review 
of the standard and exceptional charges 
of the main-line railway companies 
in accordance with the provisions of the 
Kailways Act, 1921. Ina letter dated 
\pril 23 last, the railway companies 
informed the tribunal that they desired 
to propose a modification of 
by a general increase of 5 per cent. or 
thereabouts The tribunal requested 
further information, and on May 18 
Mr. G. Cole Deacon, Secretary of the 
Kates and Charges Committee, replied 
in the 


issue of 


charges 


following terms 


RAILWAYS ACT, 1921—SECTION 59 

[ am in receipt of your letter of the 
llth instant and note the tribunal de 
know whether the railway 
companies are now able to amplify the 
statement in my letter to you of the 
23rd ult., that they believe a material 
improvement in their financial position 
may be anticipated from a moderate 
increase of charges and desire to propose 
a general cent. o1 


sITes to 


increase of 5 per 
thereabouts 

On behalf of the 
companies | 


amalgamated 

am requested to inform 

vou as follows 

MERCHANDISE TRAFFIC BY MERCHANDISI 

RAIN OR BY PASSENGER rRAIN OR 
OTHER SIMILAR SERVIC] 

In regard to the conveyance of coal, 
coke, and patent fuel, and 
general merchandise (including parcels), 
their proposal would be that the increase 
of 5 per cent. should operate in the 
following manner 


livestock, 


On all existing charges not exceeding 
2s. 5d., an increase of Id. ; 
ovel Is. 5d 


on charges 
but not exceeding 4s ld 


an increase of 2d.; on charges of over 

4s. 1d., but not exceeding 5s. 10d., an 

increase of 3d.; and thereafter advanc- 

ing by ld. for each additional Is. 8d. in 

the existing chargeable rate. 
PASSENGERS 


(1) On all passenger fares (except 
ordinary and traders’ season ticket 
fares, day and_ half-day excursion 
fares, and workmen's fares) up to 


114d., an increase of $d from Is. to 


2s. 5d., an increase of 1d from 2s. 6d. 
to 4s. Id., an increase of 2d.; from 
4s. 2d. to 5s. 10d., an increase of 3d. ; 
and thereafter advancing by Id. for 


each additional Is. 8d. in the existing 
chargeable fare. 

(2) Day and 
Fares : 

Where the fare does not 
exceed 2s., an increase of Id.; fares 
over 2s. but under 3s., an increase of 
2d.: fares of 3s. and over but not 
exceeding 7s. 6d., an increase of 3d., &c. 

(3) Season Tickets and Traders’ Sea- 
son Tickets : 


Half-day Excursion 


existing 


The existing rates to be increased by 
5 per cent, 

4+) Workmen’s Fares 

All daily workmen's fares to be 
increased by $d. and weekly workmen's 
tickets, which are issued at the price 
of six daily workmen's tickets, to be 
increased by 3d. 

‘ It is hoped that this information will 
enable the tribunal more readily to 
appreciate the proposals which the 
amalgamated companies wish to present 
at the forthcoming review, and in view 
of the tribunal’s desire that the informa- 
tion should be available to railway users 
generally as soon as practicable, 1 am 
instructed to communicate a copy of 
this lettcr to the press.’ 








RAILWAY AND OTHER REPORTS 


Oxford Transport Trust Limited. 

rhis company, formerly known as the 
Oxford Tramways Syndicate Limited, 
assumed its present title on August 2, 
1935 An associate of the British 
Electric [raction Co Ltd., it owns 
50 per cent. of the share capital of the 
City of Oxford Motor Services Limited, 
which it therefore controls jointly with 
the G.W.R. The profit for the year 
ended March 31, 1937, is £10,836 
against £10,674) plus £1,385 brought in. 
Che directors recommend a final divi- 
dent of 53 per cent., making 8} per cent., 
tax free, for the year, leaving £1,808 to 
be carried forward 


British Electric Traction Co. Ltd. 

rhe preliminary statement for the 
year ended March 31 shows that 
revenue was £585,673, against £505,246 
for the previous year. The net profit 
(subject to audit) was £390,895, an 
increase of £59,295 The directors 
recommend payment of the full 6 per 
cent. for the year, together with a par- 
ticipating dividend of 2 per cent., on 


the cumulative participating preference 
stock, of 8 per cent. for the year on the 
preferred ordinary stock, of 5 per cent. 
in cash on the deferred ordinary together 
with a bonus of 10 per cent. in fully- 
paid #1 deferred ordinary shares. The 
balance to be carried forward is £138,659, 
compared with £87,465 in the previous 
year. 

J. Stone & Co. Ltd.—Trading 
profits for 1936, after providing for 
income tax, amounted to £281,264, an 
increase of £85,220 over those for 1935. 
The net balance, after charging directors’ 
fees, repairs and other items (including 
£73,154, against £61,504, for deprecia- 
tion of plant), is £198,812, an improve- 
ment of £73,162 on 1935. Adding 
125,660 brought in gives a total of 
£324,472 available. The 6} per cent. 
preference dividend takes £39,000, and 
the dividend on the ordinary capital is 
raised from 10 per cent. to 20 per cent., 
requiring £120,080, and leaving £165,392 
to be carried forward. The works and 
plant have required further additions 
to meet the increased demands. 
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British and Irish Railway 


Stocks and Shares 


ge 
Stocks ha 

—  G.W.R, 
Cons. Ord. ---| G44 
5% Con. Prefce. ...|12612 


5% Red. Pref.(1950) 113 


4% Deb. ... .--/L 1912 
43% Deb.... oof 12] 
44% Deb.... ../129 
5% Deb. ... .../141 
24% Deb.... soo] 791g 
5% Rt. Charge .../13612 
5°, Cons. Guar. ....13514 
L.M.S.R. 
Ord. aba .--| 355g 
4% Prefce. (1923) | 83 
4% Prefce. : 234 


5% Red. Pref.(1955) 10914 
4% Deb. ... -- L1134 
5% Red.Deb.(1952) 11953 


4% Guar. .-. 10634 
L.N.E.R. 

5% Pref. Ord. ... 14 

Def. Ord. ... oon} 21g 


4% First Prefce. 7914 
4% Second Prefce. | 317 
5% Red. Pref.(1955) 10012 
4% First Guar. .../10412 
4% Second Guar. | 99 

3% Deb. ... .--| 8534 
4% Deb. ... —... 10934 
5% Red.Deb.(1947) 11614 
44% Sinking Fund 11112 

Red. Deb. 


SOUTHERN 
Pref, Ord.... «| 9834 
Def. Ord.... —...| 275g 
5% Pref. ... om 
5% Red. Pref.(1964) 1193, 
5% Guar. Prefce. 136 
5% Red.Guar. Pref. 120 


(1957) 

4% Deb. ... .- 117346 

5% Deb. ... ... 140 

4% Red. Deb. 11612 

1962-67 
Betrast & C.D. 
Ord. - . i) 
FoRTH BRIDGE 
4% Deb. ... [107 
4% Guar. . 107316 
G. NORTHERN 

(IRELAND) 

Ord. ee wee) 191g 

G. SOUTHERN 

(IRELAND) 

Ord. ‘ioe 63 

Prefce 65 

Guar. 9714 

Deb. 9934 
L.P.T.B 

44% “A” .»-/ 12734 

= “A” .»./ 13814 

44% “T.F.A.” .../111le 

. “RB” 13134 

= 11212 
MERSEY 

Ord. wee) 4034 


4% Perp. Deb. ....103 
3% Perp. Deb. ...| 78 
3% Perp. Prefce. | 687, 


* ex dividend — 


17 

5219 

81 
10314 


105916 


11512 
10 15g 


9 
43, 
5514 
181, 
7734 
9834 

90 

79 
10412 
11012 
10712 


8212 
201g 
11812 
1151, 
1291, 
11534 


10912 
134 
110 


4lo 


105 
104 


934 


41 
46 


8314 


121 
13312 
108g 
12334 
93 


23 
98 
745, 
6314 


74 
8315 
1041, 
105 
11 113* 
10119 


934 
5 
6712 
23lo 
93 
98 
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9015 
221 
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Crown Agents for the Colonies 


COLONIAL GOV ERNMENT 
APPOINTMENTS. 


PPLICATIONS from qualified candidates 
A are invited for the following post : 
TELEGRAPH ENGINEER required by the 
Government of Sierra Leone for the Raiiway 
epartment for two tours each of 12-24 months, 
ith prospect of permanency. Salary £475 a 
ear rising to £840 a year. Free passages and 
guarters and liberal leave on full salary. Can- 
didates, aged 28-38, must be Associate Members 
the Institution of Electrical Engineers, have 
received a thorough training in telegraph and 
lephone engineering, and have had subsequent 
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practical experience on a British or Colonial 
tailway. They should be able to drive a motor 
car. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the CRowN AG#NTS FOR THE COLONIES, 
4, Millbank, London, S.W.1, quoting M/4911. 








NGINEERING DRAUGHTSMAN, young, 

4 required for Chilian Railway; three years’ 
contract; starting salary £300 p.a., with free 
single quarters. Free passages’ provided. 
Write with full particuars of education, train- 
ing and experience, age, with copies (only) of 
testimonials, to Box U.V., c/o 95, Bishopsgate, 
C2 


1003 


EQULRED for a large Wagon Works in 

India, a Works Inspector to take charge 
of Inspection Dept. Should have had similar 
experience in large modern works and be com- 
petent to undertake the inspection and testing 
of all material, component parts and completed 
steel carriage frames and wagons. Single man 
preferred, between 25 and 35 years of age, with 
gocd technical education. Five year agreement, 
free passages, provident fund, free uufurnished 
quarters, and salary according to qualifications. 
Apply by letter, with copies of testimonials, 
stating age and whether married or single, to 
‘“ Sotenak,” c/o W. Assott, Lrp., 32, Eastcheap, 
London, E.C.3. 








CONTRACTS AND TENDERS 


Cowans, Sheldon & Co. Ltd. has 
received orders from the 1..N.E.R. for 
three 70-ft. dia. locomotive turntables 
required for the new steam and electric 
locomotive depot in course of construc- 
tion at Darnall, Sheffield. 


Nasmyth, Wilson & Co. Ltd. has 
received orders from the Crown Agents 
for the Colonies for two superheated 
ocomotive boilers, required for 2-6-4 
tank locomotives, Ceylon Government 
Railways. 

The Vulcan Foundry Co. Ltd. has 
received an order from the Crown 
\gents for the Colonies for four super- 
heated locomotive boilers, required for 
$-4-) locomotives, Ceylon Government 
Railways. 


Guest, Keen, Williams Limited has 
received an order from the’ Indian 
Stores Department for 87,500 ms. 


tiebars. 

1). Wickham & Co. Ltd. has received 
a further order from the South African 
Railways & Harbours Board for 23 
pump trolleys 


Guest, Keen & Nettlefolds Limited 
has received an order from the Assam- 
Bengal Railway, to the inspection of 
Messrs. Rendel, Palmer & Tritton, for 
65,000 fishbolts. 


Banting & Tresillian Limited has 
received an order from the South Indian 
Railway, to the inspection of Messrs 
Robert White & Partners, for 5,145 
solid-drawn steel boiler tubes. 

Shaw, Wallace & Co. Ltd. has received 
an order from the Indian Stores Depart- 
ment for 60 tons of pig lead. 


Heatley & Gresham Limited has 
received orders from the Indian Stores 
Department for 3,026 steel superheater 
flues and 21,401 steel boiler tubes. 


The Bombay, Baroda & Central India 
Railway has placed the following orders 
to the inspection of Messrs. Kendel, 
Palmer & Tritton : 

Tubes Limited: Approximately 300 steel 
boiler and flue tubes. 

Fried. Krupp A.G.: 400 chilled cast-iron 
wheels. 

Soc. Commerciale d’Ougrée : Approximately 
6,000 permanent-way bearing plates. ; 

Rivet, Bolt & Nut Co. Ltd.: Quantity of 
bolts, nuts, and rivets. : 

T. F. Johnson Limited: Quantity of wood 
rews. 

"s. A. Gilsoco: Quantity of bolts, nuts, and 
ets. 


The Canadian Pacific Railway has 
ordered a further 20 high-speed 4-4-4 
type locomotives and tenders. 


South American Railcar 
Orders 


More 


Ganz & Co., of Budapest, has received 
an order from the Central Argentine 
Railway for 12 twin-car diesel-mecha- 
nical railcar sets. Two of these rakes 
will have an installed engine capacity of 
720 b.h.p. maximum and the remaining 
10 will be of 540 b.h.p. Ganz & Co. has 
also received an order from the Argen- 
tine State Railways for two 720 b.h.p. 
three-car diesel-mechanical trains, each 
composed of a railcar at each end and a 
trailer in the middle. In this case the 
cars will not be articulated 


Cory Bros. & Co. Ltd. has received a 
contract for the supply of 600 tons of 
Welsh steam coal for use in connection 
with the canalisation works at present 
being carried out by the Argentine 
Ministry of Public Works in the Ria- 
chuelo River (South Dock), Buenos 
Aires, the total cost of which is $13,950 
Argentine paper. 


The North British locomotive Co. 
Ltd. is reported to have submitted the 
lowest tender for the supply of 20 loco 
motives of the 2-6-0 type to the Egyp 
tian State Railways. The North British 
quoted £7,885 each for coal-fired loco- 
motives and £8,080 for oil-fired, with 
delivery in 42 Twelve firms 
tendered for this contract; bids were 
received from Belgium, Switzerland, 
Czechoslovakia, and Germany as well 
as Great Britain 


weeks. 


Jessop & Co. Ltd. has received orders 
from the Indian Stores Department for 
811 cwt. of m.s. sheet. 


The Birmingham Railway Carriage 
& Wagon Co. Ltd. has received an 
order from the Crown Agents for the 
Colonies for five bogie brake 
vans for the Gold Coast Railway. 


goods 


The Gloucester Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for 35 bogie covered goods wagons for 
the Gold Coast Railway. 

The Metropolitan-Vickers Electrical 
Co. Ltd. has received a part contract 
from the Great Western Railway for the 


supply over a period of twelve months 
ending April 30, 1938, of Cosmos electric 
lamps. 

The Hooghly Docking & Engineering 
Co. Ltd. has received orders from the 
Indian Stores Department for 725,000 
m.s. split cotters. 


Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
rs (Electrical Section), Simla, 
receivable by June 2, for the supply of 
80,000 train- lighting cell separators, 
required for the East Indian Railway. 

The South African Railways & 
Harbours Stores Department is calling 
for tenders (Tender No. 1310) for the 
supply and delivery of quantities of 
panhead, ellipsoidal head, counter-sunk 
head and snap head boiler rivets of 
various sizes, to C.M.E. specification 
No. 67/1937. Tenders must be ‘re- 
ceived by the Chief Stores Superin- 


tendent, Park Station Chambers, 
Johannesburg, by June 7. 

Tenders are invited by the Chief 
Controller of Stores, Indian Stores 


Department (Engineering Section), 
Simla, receivable by June 1, for the 
supply of chipping, riveting, and 
sealing hammers, drills, drilling 
machines, grinders, and one pneumatic 
paint scraper, required for the North 
Western Railway of India. 


invited by the Chief 
Controller of Stores, Indian Stores 
Department (engineering Section), 
Simla, for the supply of one hot nut 
press, one automatic nut trimming 
and chamfering machine, one automatic 
nut tapping machine and one four-ton 
single steam drop stamp, required 
for the East Indian Railway. 


Tenders are 








Forthcoming Events 


May 26 (Wed.).—Institution of Railway Signal 
Engineers, 6.0 p.m., at Institution of 
Electrical Engineers, London ‘ Rubber 
Insulated Cables and the Effect of Outside 
Conditions and Agencies upon the Di 
electric,” by Mr. E. A. Bayles, A.M:1.E.E. 

May 28 (Fri.).—Indian State Railways, at 
East India United Service Club, 16, St. 
James’s Square, London, $.W.1, 7 for 7.30 
p.m. Annual Dinner. 

May 29 (Sat.).—Institution of Railway Signal 
Engineers. Visit to Power Signalling Installa- 
tion, Waterloo Station, S.R., at 2.0 p.m., 
followed by Supper and Concert, Court 
Restaurant, Hampton Court, 7.30 p.m. 

May 31—June 11.—International Railway Con- 
gress, in Paris. 
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last week by £132,000. The Gr 
Western traffic gain was £69,000. 1] 
Railway Share Market ordinary stock was dull around 60}, t 
disposition still being to await furtl 
developments in connection with tt! 





The stock and share markets have been the receipts show a moderate decrease. labour situation in the coal trade, unce 
low in recovering from the reduction in Weather conditions have apparently pre- tainty regarding which is a factor tendin, 
the volume of business brought about. by vented as large an expansion in passenger to have an adverse influence on Hon 
holiday influences. The general disposi takings as had been anticipated, but the Railway stocks generally. Debentur 
tion is to await fuller details of the view continues in the market that the stocks were reported to be in_ large 
National Detence Contribution tax which traffic figures are likely to remain favour- demand at rather higher prices. Lendo 
are expected next week. <As_ previously able during the next few weeks and it is Transport ‘‘C’’ was again reactionar 
mentioned in these notes, it is not anti- realised that the railways usually have owing to the continuance of the bu 
cipated that the main line railway com- their best period in the second half of strike. 
panies will be called upon to make any the year. Fractional losses were in evidence i: 
payments in respect of the new tax as Southern deferred and preferred wer the ordinary and preference stocks of thy 
their profits do not bear a_ sufficiently steady at 22} and 903 on satisfaction with \rgentine Railways this week. B.A 
high relation to their capital the £117,000 increase in traffics last week, Great Southern and B.A. Western ordi 

Owing to a combination of pre-Whitsun ind L. & N.E. first and second pre- nary were active but reflected the tren 
holiday and Coronation traffics the re ference were firmer, the traffic gain of to rather lower prices. Elsewhere, Ant 
ceipts of the main line railways were £87,000 being rather larger than had been fagasta ordinary was lowered following 
expected to show a large advance. The generally anticipated. L.M.S. ordinary publication of the preliminary statement 
increase of £405,000 was however below was firm at 305 as was the 4 per cent but the preference remained at 75, aided 
expectations, and when compared with preference at 834, while the 1923. pre- by the payment on account of dividend 
the pre-Whitsun holiday week of last year ference was 743. In this case traffics rose irrears. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 








n 
Traffics for Week : Aggregate Traffics to Date Prices 

Railways open Endre : Totals or ro % o af 

1936-37 Total Inc. or me o Increase or Stock ZS 28 ~S wf 

this year | CO™mperee 6 EIS sees Decrease bes om an |\see 

; with 1936 » This Year Last Year = ts LS = 

iis a ‘ £ £ ee £ 

( Antofagasta (Chili) & Bolivia 834 16.5.37 14,540 + 1320 2 340,480 265,750 4 74.730 Ord. Stk. 25 1514 211 Nil 
Argentine North Eastern . 753 15.5.37 10,230 1617 46 401,518 362,503 mn 3, 015 2 12 2 10 Nil 

| Argentine Transandine ; _ — oot — — - —_ A. Deb. 54 45 85 4llyg 
| Bolivar ‘ - 174 Apr., 1937 6,000 - 1,150 17 23,200 26,900 3 700 6p.c. Deb. 9 gS * 81p , Nil 
Brazil : _ _ _ — — _ _ — Bonds. 16 1119 151 3l4 
| Buenos Ayres & Pacific ‘ 2,806 15.5.37 i16,1299 + 16,834 46 4,384,844 3,913,318 + 471,5°6 Ord. Stk. 1712 6 12 Nil 
| Buenos Ayres Central 190 24.4.37 $134.100 + $42,600 43 $6,114,500 $4,688,860 + $1,425,610 Mt. Deb. 31lo 11 36 Nil 
| Buenos Ayres Gt. Southern 5,084 15.5.37 131,700 + 4,908 46 6,914,596 6,011,789 + 909,807 Ord. Stk. 3134 1334 30 Nil 
Buenos Ayres Western . 1,930 15.5.37 51,055 - 649 46 2,308,763 2,098,146 + 210,617 - 2934 11 24 Nil 
| Central Argentine : 3,700 15.5.37 143,700 + 34,716 46 7,071,804 5,441,060 + 1,630,744 #8 32920 854 28 Nil 
| 0. _— _ = --- -- - -— — Dfd. 2 412 11 Nil 

4 | Cent. Uruguay of M. Video 273 8.5.37 12,596 620 45 561,641 502,502 4 59,139 Ord. Stk. 734 3 41g Nil 
E | Do Eastern Extn. 311 8.5.37 3,200 635 45 111,093 93.443 + 17.6350 oo . we i. = 
E } Do. Northern Extn. 185 8.5.37 2,334 . 252 45 78,613 66,550 a 12,063 — — — —_ _— 
<i} Do. Western Extn. 211 8.5.37 704 153 45 44,877 39,742 aa 5,135 -- —- — - 

, | Cordoba Central 1,218 15.5.37 34,800 7.779 | 46 1,463,270 1 280,230 + 183,040 Ord. Inc. 5 1 Slo Nil 
54 Costa Rica ea 188 Mar., 1937 29,517 9,007 39 171,651 127,429 + 44,222 361 32 36 5916 
# | Dorad> ‘ 70 = Mar., 1937 16,900 + 4,000 13 48,000 38,500 + 9,500 1 Me. Kb. 107 101g 1041g 534 
& | Entre Rios 810 15.5.3? 12,295 + 2,130 46 588 260 492,243 4 96,017 Ord. Stk. 17 6 13 Nil 
4 | Great Western of Brazil 1,082 15.5.37 6,200 300-20 153,900 172,100 18,200 Ord. Sh. lo 316 lo Nil 
az | International of C!. Amer. . 794 Mar., 1937 $591,496 $21,620 13 $1,631,626 $1,563,050 4 $68,576 — ome ieee a 
S$ | Interoceanic of Mexico _ —_ — — -- _ — — Ist Pref 1p -/6 lo Nil 
8 | La Guaira & Caracas 22% Apr., 1937 6,205 + 1,790 17 23,080 17,375 + Stk. 9 719 Nil 

| Leopoldina 1,918 15.5.37 22,249 + 8,823 20 431.753 334,076 + Ord. Stk. 1019 3lz 6 Nil 
| Mexican 483 14 5.37 $304, 100 + $6, 000 «19 $5,965,500 $5,030,000 + ‘ 114 14 34 Nil 
| Midland of Uruguay 319 Apr., 1937 8,764 + 1,152 | 43 87,446 72,500 a ay lp 1 lp Nil 
| Nitrate 397 15.5.37 6,394 } 2,010 19 70,975 58,029 + 12,946 Ord. Sh. 63/6 41/9 25~ Nil 
Paraguay Central 274 8.5.37 $5,231,000 $2,083,000 45 $130,394,000 $105,50: ,000 + $24,892,000 Pr. Li.Stk. 85 71 82 7516 
Peruvian Corporation 1,059 Apr., 1937 97,082 13,685 43 $27, 889 786, 623 + 41,966 Pref. 15 9 12 Nil 
Salvador 100 8.5.37 ¢€28,250 + ¢8,100 45 ¢1,089.458 ¢887,546 + ¢201,912 Pr. Li:Db. 18 16 2219 Nil 
San Paulo 153} 9.5.37 36,633 + 5,936 19 578,660 520,903 | + 57,757 Ord. Stk. 86 4612 9010 51 
| Taltal 164 Apr., 1937 2,800 55 43 34,610 35,495 — 885 Ord. Sh. 115z0'  14/- 11g 87g 
| United of Havana 1,353 15.5.37 29,850 + 3,055 46 1,264,135 1,009,712 + 171,423 Ord. Stk. 314 1 31> Nil 
| Uruguay Northern 73 Apr., 1937 843 44 43 10,100 8,327 a 1,773 Deb. Stk. 5 3 9 Nil 

d < anadian National 23,566 14.5.37 764,696 + 41,619 19 13,964,834 12,480,842 +4 1,483,991 _ ~ -— a = 
z Canadian Northern = -- _ - _ ~- —_— —4p.c. Perp.Dbs. 76 51 70 51116 
a” Grand Trunk _ _ - — _- — _ _ 4p.c.Gar.| 10434 9934 10019 4 
Ps Canadian Pacific 17,228 14.5.37 547,400 + 19 9,796,200 9,022,800 + 773,400 Ord. Stk. 1634 1015;5, 13 Nil 

( Assam Bengal 1,32 20.4.37 36,150 4+ 3 71,212 65,475 + 5,737 Ord. Stk. 8734 8214 74\2 
| Barsi Light 202 20.4.37 6,300 3 9,562 7,920 1,642 Ord. Sh. 7712 6512 47 
= Bengal & North Western 2,107 30.4.37 93,411 + 4 274,156 264,890 + 9,266 Ord. Stk. 319 2925, | 304 

«@ | Bengal Dooars & Extension 161 20.4.37 3,034 — 3 6,182 6,059 123 - 12719 118 10219 
a Bengal-Nagpur 3,268 30.4.37 121,100 + 4 628,275 564,752 63,523 ai 104 10014 9210 
& | Bombay, Baroda & Cl. India 3,072 10.5.37 283,725 6 1,146,600 1,110,750 + 35,850 am 114 11019 1121, 

Madras & Sou'hern Mahratta 3,229 30.4.37 174,375 — 4 510,450 516,140 5,690 ve 1161, 10812 10812 
Rohilkund & Kumaon ; 572 30.4.37 18,711 4 58,101 58,928 — 827 - 311 2 304 
| South Indian 2,532 30.4.37 119,792 + + 350,660 351,311 651 - 10712 102536 1011 
{ Beira-Umtali 204 = Mar., 1937 85,489 + 26 $18,485 382,261 + 36,224 = _ -— — — 
Bilbao River & Cantabrian 15 Mar., 1937 370 = 13 3,052 4,677 | — 1,695 — — — _— — 
Egyptian Delta ‘ 620 30.4.37 6,153 + 4 18,753 16,713 + 2,040 Prf. Sh. 214 153 Ilo Nil 
Great Southern of Spain : — _ oe a _ — Inc. Deb. 11g 13 31g Nil 
| Kenya & wee ‘2 1,625 Mar., 1937 287,452 + 13 850,946 747,608 + 103,338 — — — — —_ 
2 Manila : — _ _ wes aa —_ — — B. Deb. 5012 37 45 734 
e< Midland of W. Australia 277 = Mar., 1937 13,408 4 493 39 119,598 124,864 — 5,°66 Inc. Deb. 97 9319 96 4g 
= | Nigerian : , 1,905 31.3.37 93,447 + 34,662 52 2,661,250 1,943,972 + 717, x78 — — _ —_ — 
” | Rhodesia 2,451 Mar., 1937 409,930 + 129,028 26 2,109,905 1,726,146 + 4p.c.Db. 107 1031g 107198 354 
| South Africa . 13,263 i 37 596,385 38 4 2'176,130 2.0°8,765 _— _ —_ a _ 
| Victoria 4,728 Nov., 1936 868,988 + 45,953 21 3,995,540 3,959,297 + — _ — a -- 
| Zafra & Huelva 112 Ma ir., 1937 14,819 + 5,299 13 44,012 30,750 + - - ~~ — — 





Note.—Yields are based on the approximate current prices and are within a fraction of 11.. 
+ Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weeklv receipts at the par rate of exchange 
: has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 








a 


